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ABSTRACT
This thesis examines the politics and economics o f twentieth century marine losses 
in the St. C lair River, beginning at a tim e when such losses were com m onplace, and 
ending with the virtual elim ination o f such accidents due to the establishm ent o f aids to 
navigation, the reduction o f natural dangers through dredging o f the river, advances in 
electronic technologies, and a dramatic reduction in shipping traffic.
Vital to Great Lakes commercial shipping, the 36-mile-long, narrow bottleneck of 
the St. C lair River, which forms part o f  the international boundary between Canada and the 
United Stales close to the epicentre o f the Great Lakes waterway system , has played a 
m ajor role in twentieth century marine history. A necessary, natural link between the three 
northw estern and the two southeastern Great Lakes, the St. Clair River has long been the 
scourge o f vessel owners and ships' captains; skilled, experienced navigators have dreaded 
passing through these fast-flowing waters since the time that LaSalle's Griffon first sailed 
upbound here in 1679.
Following a description o f the geographic features o f this river, a chapter outlines 
the progressive developm ents in the establishm ent o f the international boundary through, 
and the navigation status of, the St. C lair River. An overview of the economic importance 
o f this river to the resident population in terms o f shipbuilding history is given.
The specific and significant areas o f dredging in the river to an ever-increasing 
depth for the accommodation o f expanding vessel dim ensions and capacities arc reviewed 
in their historic context.
The economic reality o f shipwreck removal to maintain safe and open navigation is 
analyzed from the point o f view of marine insurance and the evolution o f the salvage laws; 
frequently, governm ent agencies lacked co-operation from a wrecked vessel's owner or the
i v
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insurance underwriter. The intcmationality o f the St. Clair River, on occasion, complicated 
the realization of a swift remedy.
For a variety o f reasons (collisions, burnings, founderings, abandonm ents), over 
100 vessels sank in the St. C lair River in this century alone. An overall survey o f the 
comm ercial shipping losses on the St. C lair River between 1900 and 1972 is m ade, while 
four o f the more significant losses involve detailed description and analysis.
Many aspects o f St. C lair River marine losses are studied, with particular attention 
paid to the changes witnessed from the beginning to the ending o f the twentieth century.
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
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INTRODUCTION
Shipw recks and m arine disasters project som e o f  the most dram atic, colourful, 
exciting aspects o f  nautical life; their unique element o f  m ystery reflect man's struggle for 
survival, demanding his utmost skill, his maximum strength, his superior ingenuity, not to 
mention, much o f the time, his blind luck.
Vital to Great Lakes com m ercial shipping, the 36-m ile-long, narrow bottleneck o f 
the St. Clair River, which forms part o f  the international boundary between Canada and the 
United States close to the epicentre o f  the Great Lakes w aterw ay system , has played a 
m ajor role in twentieth century marine history. A necessary, natural link between the three 
western and the two eastern Great Lakes, the St. C lair R iver has long been the scourge o f 
vessel owners and ships' captains; haunted navigators have dreaded passing through these 
fast-flowing waters since the time of LaSalle's Griffon in 1679.
The turn o f  the last century showed remarkable changes in the face o f com m ercial 
shipping on not ju st the St. C lair River, but the entire Great Lakes system. For exam ple, in 
the year 1897, there w ere 993 U. S. com m ercial sailing vessels com prising a total o f 
334,104 tons registered on the Great Lakes; a scant ten years later saw their num ber m ore 
than halved to  466, totalling 256,104 tons.1 This is reflective o f  the dem ise o f  sm all, 
independently-owned sail-powered vessels as they were rebuilt as, or replaced by, larger 
tonnage ships. Small cargoes no longer made enough m oney to rem ain com petitive in an 
increasingly profit-minded world. It was the beginning o f the age o f  enorm ous, m aximum -
1 Herbert C. Sadler. "Some Points in Connection with Shipbuilding on the Great Lakes. U.S.A.” Read at 
the Spring Meetings o f the Fiftieth Session o f the Institution of Naval Architects, April 2, 1909. 
London: Institution of Naval Architects, 1909. 3.
x i
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dollar cargoes, where the regular sailing vessels that found their place in the last century 
proved ineffectual in competition with the newer, larger schooners.
However, the obvious change in Great Lakes commercial shipping involved steam- 
powered ships. In 1897, 1,775 com m ercial steamships o f United Stales registry plied the 
G reat Lakes w aters, displacing 997,235 tons; by 1907, their num bers had increased 
insignificantly  to 1,873, but their tonnage had boom ed to 2 ,044,553, indicating an 
influential increase in size per vessel. In 1897, the total num ber o f com m ercial vessels 
registered at United States Great Lakes ports was 2,768, with a total displacem ent of 
1,311,339 tons; by 1907, the total num ber o f ships had actually decreased to 2,339, but 
their tonnage had increased significantly to 2,300,657 ~ The age o f the supcr-cargo-carrier 
was here.
The late 1800's witnessed num erous changes to the geography of the river and its 
delta , known as the St. C lair Flats, due to dredging. As com m ercial vessels became 
m am moth in size in the early twentieth century (the turn o f the century showed an increase 
in m axim um  vessel length from 400 feet to 600 feet)3, deeper dredging becam e necessary. 
In som e locations, altering the shape or flow of the river was viewed as the only viable 
alternative. O ne chapter o f  this thesis relates information on the dredging o f the St. Clair 
River over the years, well into the twentieth century.
However, until this human labour (not only the dredging, but also the installation of 
safety factors such as lights, buoys, rangem arks, etc.) was com pleted, num erous shipping 
accidents continued to plague this passageway. The chapter on dredging in the St. Clair 
River will also cover the gradual installation o f aids to navigation along the St. Clair River, 
and why some o f  them were more vital than others.
2lbid.
21 bid.
x i i
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Frequently, the removal o f a shipw reck to ensure continued safe navigation for 
other vessels was a m atter not easily rectified. Government agencies did not alw ays have 
the wholehearted assistance o f the wrecked vessel's owner, or the insurance underwriter, 
in solving the dilemma. The situation of, for example, an American-owned vessel sinking 
(by w hatever m eans) in Canadian w aters, o r v ice versa, was som etim es politically  
complicated, as a lack of co-operation between competing commercial and political factions 
forced occasional stalemates and heated debate.
Salvage laws, complicated by the internationality o f  the St. Clair River, are studied 
in relation to specific shipping losses. Conflicts at the diplomatic level involving specific 
marine losses are also analyzed.
T he  financial losses to com m ercial sh ipping , m arine insurance com pany 
regulations, the underwriters’ rates, and the gradual decline o f com m ercial shipping losses 
in the St. C lair River are also examined.
For a variety o f  reasons (collisions, burnings, explosions), over 100 com m ercial 
vessels, both sail and steam powered, sank in the St. Clair River in this century. An overall 
review of all the commercial shipping losses on the St. Clair River between the years 1900 
and 1980 is made; four o f the more significant or dramatic losses involve detailed analysis.
x i i i
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ICHAPTER I 
Geographic Features of the St. Clair River
The 36-mile-Iong (58-kilometre-Iong) St. C lair River is the connecting waterway 
betw een huge Lake Huron and the minute, by comparison, Lake St. Clair, and the river is 
the only natural outlet for the waters of the upper Great Lakes, namely Lake Superior, Lake 
M ichigan, and Lake Huron.
Geographically, the St. Clair River can be divided into two parts, each with its 
distinctive characteristics: the upper, or normal, channel, and the lower, or della, section. 
The upper part o f  the river, characterized by a single channel, runs a distance o f about 27 
m iles (43 kilom etres) from the southern portion o f Lake Huron almost due south to the 
head o f the Chenal Ecarte (the "Snye Channel," as the name has becom e bastardized 
locally). This portion o f the river varies in width from about 1,000 to 4,000 feet,1 although 
the narrow est section, right at the Bluewatcr Bridge, is a mere 920 feel wide. The river 
depth ranges from knee-deep near the shoreline to a deep basin which sinks to a depth of 
85 feet near the B luew ater Bridge (although the average depth runs between 25 and 55 
feet.) Because the St. C lair River at the B luew ater Bridge is at both its deepest and 
narrowest, the w ater issuing from Lake Huron is at its greatest velocity. In fact, the depth 
o f  the St. Clair River has a  definite relationship to its velocities; in general terms, the deeper 
the river, the faster the current. There exists a sim ilar relationship o f width to depth; the
R obert L. McNamee. The Surface Waters o f Michigan. (Ann Arbor: University of Michigan, 1930): 76.
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3w ider the river, the shallower the depth. The current in the St. C lair River is, where it 
enters Lake St. Clair, approximately half o f  what it is where the river enters Lake Huron.2
Average w ater velocity in the St. C lair River ranges from about five miles (eight 
kilom etres) per hour at Port Huron and Sarnia, to as low as one and a half miles (two and a 
half kilometres) per hour in the lower channels. Where Lake Huron attempts to cram itself 
into the narrow confines o f  the St. Clair River at Port Huron, the speed o f the river is at its 
fastest, w ith eddying currents that bear to the cast. The current during normal river How in 
the one-half m ile between Fort Gratiot (northern Port Huron) and the Bluewater Bridge 
spanning the St. C lair River is a rushing 4.5 m iles per hour, while from the Port Huron 
Coal D ock dow nriver to the Stag Island U pper Light, a distance o f about four miles, it 
dim inishes by about half to 2.3 miles per hour, and considerably further downstream , 
between the Harsens Island Front Range and the Walpole Island Upper Light, it mellows to 
a com paratively soothing 1.5 miles per hour.3 The ever-changing currents arc generally 
strongest in the m iddle o f the river, being about one-and-a-half limes the average velocity.4 
Currents will also be stronger when there is a north wind. Heavy precipitation upon the 
local drainage area, which consists primarily o f  farmlands, washes noticeable quantities of 
clay silt into the river, which impart to it a high turbidity and a dark colour.
There are two distinct islands located in this upper section, nam ely Stag Island 
opposite the town o f  Corunna, Ontario, and Fawn Island (also called by its earlier name, 
W oodtick  Island), ju st dow nstream  from Som bra, O ntario. Both islands sit on the
2Sailing Directions, Great Lakes, Vol. /. (Ottawa: Department of Fisheries and Oceans, 1979): 383.
3Captain T. Edward O'Leary. An untitled booklet which serves "as a speedometer for any ship passing up or 
down the Detroit River, St. Clair River, and St. Mary’s River." (Printed in the U.S.A., 1953): 2.
^Waterway Guide, Great Lakes Edition. Volume 38, Number 4. (New York: Boating Industry Magazine, 
1985): 173.
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The 
St. Clair 
Flats
6Canadian side o f the international border which runs approxim ately up the centre o f  the 
river.
The lower section o f the river, about nine miles (14 kilom etres) in length as the 
crow Hies, divides into seven main, m eandering channels and a m ultitude o f  islands that 
form the della portion o f  this waterway, known as the St. C lair Flats, w hich occupies the 
circular space roughly between the head o f the Chenal Ecarte and the main basin o f Lake 
St. C lair proper. The South Channel, about 13 m iles (21 kilom etres) in total length as it 
w inds its way to Lake St. C lair, is used by deep-draft and com m ercial vessels. Prior to 
reaching the lake, this natural channel connects w ith a dredged channel w hich runs in a 
straight line through the southern St. C lair Flats area and connects seam lessly w ith the 
sim ilarly dredged channel across Lake St. Clair. The discharge o f  the St. C lair R iver is 
enormous; during the 72 year period from 1900 to 1971, it averaged 178,000 cubic feet per 
second.5
There is a 5.1 foot difference in elevations betw een Lake Huron and L ake St. 
C lair;6 the St. C lair R iver drops an average o f one foot every seven m iles, not enough to 
warrant the construction o f locks to assist in upstream navigation.
The annual water level fluctuations o f  the St. C lair River are dependent upon the 
seasonal level variations o f Lake Huron, but the average rise and fall is about one foot. 
Occasionally, rapid fluctuations o f two feet are caused by high winds.
For m ariners, it is important to  know that for alm ost the St. C lair R iver's entire 
length, the upstream  channel is on the Canadian side o f  the river, w ith the dow nstream  
traffic channel being on the American, o r United States, side. A t Stag and Fawn Islands in
•'Great Lakes Pilot, 1973. (Detroit: Department o f Commerce, National Oceanic and Atmospheric 
Administration. 1973): 298.
6lbid„ 297.
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7the upper portion o f  the river, these traffic channels were once split by the islands; today, 
all com m ercial shipping traffic in both directions passes to the west o f these islands. The 
east channels, form erly for upbound traffic, arc no longer maintained at Slag and Fawn 
Islands. The m ovem ents o f sedim ents down the St. C lair River produced islands and 
shoals in the river which, in turn, determined the upbound and downbound navigation 
channels.
Sediment movement is basically responsible for the formation o f the narrow mouth 
o f the St. C lair River:
...T lic C an ad ian  sh o re  o f low er L ake H uron  fa tes  west and 
n o rth w est, a n d  receives the  full fo rce o f the  heav iest s to rm s 
causing  erosion  o f  th e  lake sh o re  an d  p ro d u c in g  loose gravels 
and  san d  th a t  a re  deposited  on the  sp it a t  the head  or th e  St.
C ia ir  R iver. The sp it is a sou th w ard  po in ting  fe a tu re  one and 
o n e-h a lf m iles long on  the C anad iun  side o f  the  r iv e r . As the 
gravels a re  ro lled  in to  the opening  of the S t. C la ir  R iver, the 
s tro n g  c u rre n ts  c a rry  aiway the  fin er p a rtic le s  an d  deposit only 
the co a rse r m a te ria l, adding  layer a fte r  layer of course gravel to 
the  w estw ard  side of the sp it. T hus, the  sp it has crow ded the 
riv e r tow ard  the w estern  bank  an d  has m ade it n arrow . It is this 
crow ding and n arrow ing  th a t causes the rap id s  a t  the head o f the 
r iv e r ....T h e  w est b a n k  o r the  r iv e r  an d  the  ra p id s  have no 
p ro tec tion  ag a in st the sw ift c u rre n t and a re  eroded  aw ay as fast 
as th e  g ravels  on th e  cast side p ress  w estw ard . T h u s, a t P o rt 
H u ro n , the r iv e r  has eroded into the sh o re  w estw ard  a b o u t one 
m ile from  its  in itia l position . All fine sed im ents re su ltin g  from  
the  erosion o f  low er Lake H uron a re  ca rried  down the r iv e r and 
b u ilt in to  the new portion  o f the S t. C la ir  delta  on the A m erican 
side o f the in te rn a tio n a l boundary .7
Although not cursed w ith extrem ely severe winters, the St. C lair River docs, on 
occasion, jam  w ith huge volum es o f  ice m oving dow nstream  from  Lake H uron. 
Tem peratures are low enough to freeze together these ice floes, and, although the current's
7Andrcw D. Pcrejda. "The St. Clair River - A Study in Political Geography." (Ph.D. dissertation: 
University of Michigan, 1950): 27-28.
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8velocity is sufficient to carry them  downriver, the narrowness o f  the channel at various 
points impedes their passage southward.Although ice impedim ent varies with each river 
section, the average opening date for the navigation season is April 1, while the average 
closing date is December 10.8
Except for the cities o f Port Huron, Michigan, (1976 population, 33,981), formerly 
named Desmond, with the Black River flowing through it and jo in ing the St. C lair in mid- 
city, and Sarnia, Ontario, (1976 population, 55,576)9 at the northern end o f the river, there 
arc  no large ports along its course. Dow nbound along the Canadian shore are the 
com m unities o f Corunna (1976 population, 3,723), w hich is ju st east o f  S tag Island, 
M ooretow n (1976 population, 250), situated about 1.5 m iles above C ourtright (1976 
population, 778), which is opposite St. Clair, M ichigan, Som bra (1976 population, 439), 
the site o f a  governm ent w harf and an automobile ferry running across the river to M arine 
City, M ichigan, and Port Lam bton (1976 population, 716), situated on the St. C lair R iver 
about one mile above Chenal Ecartd. W allaceburg (1976 population, 11,132) is technically 
not on the St. C lair River, but rather on the Sydenham River which flow s into the Chenal 
Ecartd, a branch o f  the St. Clair. An industrial town, W allaceburg has long played host to 
shipping, made conducive by the alm ost constant 200-foot width o f  the Sydenham  River 
from the Chenal Ecartd.
Along the United States shoreline south o f  Port Huron are several com m unities o f 
varying sizes. M arysville (1976 population, 7,345) is located ju st south o f Port Huron, and 
opposite and slightly northw ard o f Stag Island in the St. C lair R iver. St. C lair (1976 
population, 4 ,780), form erly nam ed Palm er, is opposite C ourtrigh t, O ntario , and is 
considerably  larger than the la tte r place. The Pine R iver flow s through St. C lair,
8G raif Lakes Pilot. 1973, op. cit., 385-394. All community populations were taken from this source.
9Ibid., 300.
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9m aintaining a respectable width o f 100 to 150 feet within the comm unity; this waterway 
had practical uses during St. C lair's heyday o f comm ercial shipbuilding, as all o f  the 
vessels were launched along the Pine River shores. Marine City (1976 population, 4,414), 
f^ m erly  named Newport, lies upstream from, and opposite. Fawn Island. The Belle River 
flowing through M arine City has contributed to the com m unity's heavy involvement in 
shipbuilding, particularly in the nineteenth century. Algonac (1976 population, 4,412), 
located at the head o f the St. C lair River's North Channel at the northern end o f the St. 
C lair Flats, is a village and summer resort opposite Russell Island; automobile ferries run to 
Harsen's Island, M ichigan, and to W alpole Island, Ontario.
The passage along the steep, clay banks o f the St. C lair River resem bles cruising 
through a pastoral scene, with flat m eadowlands stretching on both sides, interrupted only 
by the occasional small com m unity. T his tranquil scene is shattered at the northern, 
"Chem ical Valley" portion o f an otherw ise idyllic waterway; this area represents the 
greatest concentration o f  industrial developm ent along the river, where factories such as 
petroleum refineries stand as questionable symbols o f progress.
E vidence o f the river’s busy, com m ercial nature at Sarnia is w itnessed by the 
num ber and sizes o f wharves jutting into the St. Clair River: Shell Canada, Ltd., operates a 
1,500-foot-long wharf, Belton Lum ber Com pany, a 1,000-footcr, and the governm ent 
north slip is 1,700 feet in length, while the Canadian National Railways dock is 1,100 feel 
long. Tw elve more commercial docks range in length from 300 to 900 fccl.,()
The St. C lair River is one o f the busiest waterways o f the world. Upbound, it leads 
to the ore mines and grain fields o f the west and northwest; downbound, its waters connect 
w ith  routes to the A tlantic O cean, m aking the m ulti-national shipping  population 
understandable. Sm aller overseas vessels that could navigate through the limitations o f  the
^Sailing  Directions, Great Lakes, Vol. i, op. cit., 395.
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Si. Lawrence waterway and the W elland Canal prior to their enlargem ents enjoyed Great 
Lakes trade since the previous century; however, the internationalism of the lakes did not 
develop noticably until the late 1950's with the opening o f the St. Lawrence deep water 
seaway project. To this day, however, the predom inant vessel nationalities are Canadian 
and American.
The St. Clair River is a very small geographic area in light o f the enorm ous amount 
of commercial shipping traffic plying its waters. Historically, it has been in this position for 
a long time. In 1899, for exam ple, over 36,000,000 tons o f  freight passed through the 
river on comm ercial vessels, an impressive volume when viewed in isolation, made more 
astonishing in comparison. The total tonnage o f all the seaports in the United States in that 
sam e year was only 26,000,000, w hile  the com bined arrivals and c learances, both 
dom estic and foreign, in London and Liverpool, England, totalled only 33,000,000 tons 
that year.11 This river has clearly earned its reputation for being one o f the world's busiest 
waterways.
1 !C. M. Burton. Historical Paper delivered before the Society o f Colonial Wars o f the State o f Michigan,
January 26, 1902. (Detroit: Winn & Hammond, 1903): 17.
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CHAPTER II 
International Boundary and Navigation Status 
of the St. Clair River
There is a need to establish the international boundary aspects of the St. Clair River 
in any writing which intends to discuss potential political com plications o f two countries 
sharing one long, narrow body o f  water, the transient shipping population o f which is 
disproportionately high. The Canadian-United States border com prises a total o f  4,001 
m iles (or 6,440 kilom etres), but the St. C lair River portion of that border, which is a small 
segment only about 35 miles long, had difficulty being ascertained.
In 1755, John M itchell (1690-1768) m ade the only map he is known to have 
draw n, yet it has been called the most im portant map in North Am erican history. An 
Am erican physician, chem ist, biologist, and botanist o f considerable note, M itchell, at the 
request o f  the Earl o f  H alifax in England, drew  "A M ap o f  the British and French 
D om inions in N orth  A m erica w ith R oads, D istances, L im its and E xtents o f the 
Settlem ents,” 21 editions o f which were published between 1755 and 1780. This map was 
used by the T reaty o f Paris negotiators in 1783 to help determ ine the boundaries o f  the 
U nited  S tates and B ritish  N orth  A m erica, it enorm ously  influenced subsequent 
cartographers, and it continued to be used to settle territorial disputes into the twentieth 
cen tu ry .12
12Pierluigi Portinaro and Franco Knirsch. The Cartography o f North America, 1500-1800. (New York:
Crescent Books, 1987): 316.
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However, John M itchell's map of North America was inaccurate in many respects, 
and led to at least nine boundary problem s.13 One o f these problem s was the St. Clair 
River area.
The border, after crossing Lake St. Clair and following the South Channel o f the 
St. C lair Flats, enters the St. C lair River proper. From there, the international boundary in 
the St. C lair River traverses "....the middle o f the St. Clair, keeping to the west o f and near 
the islands called Belle Riviere Isle [Fawn, or W oodtick, Island] and Isle aux Cerfs [Stag 
Island] to Lake H uron."14
T he Prelim inary A rticles o f  Peace, signed in Paris on N ovem ber 30, 1782, 
provided the official beginnings o f  the international boundary in the St. Clair River. Article 
2d describes the Great Lakes section o f the United States—British North America border as 
running "....into Lake Erie, through the middle o f said Lake, until it arrives at the W ater 
Communication between that Lake and Lake Huron; thence along the middle o f said water 
com m unication into Lake H uron ...."15 Except for m inor changes in punctuation and 
capitalization, this wording remained the same in the final Definitive Treaty o f Peace signed 
at Paris, Septem ber 3, 1783. U nfortunately , this term ino logy  led to num erous 
m isunderstandings, m ainly due to a lack o f  accurate know ledge o f  the geography in 
question, i.e. the numerous islands in the St. C lair delta. M itchell’s 1755 map failed to 
show the della at the mouth o f  the St. C lair River at all, or any o f the myriad o f  islands 
located there. This map gave the St. Clair River a general width o f from two to three miles,
^T h e  Canadian Encyclopedia. Second Ed. (Edmonton: Hurtig Publishers, 1988): j.v. boundaries.
1‘’Definition by the International Boundary Commission, U. S., Alaska, and Canada, U. S. Section, 
Washington, D. C.. Mr. Edgar A. Klapp, Secretary. Quoted in Andrew D. Perejda, op. cit., 5. Words 
in parentheses are insertions by the author.
l5Huntcr Miller, cd. Treaties and Other International Acts o f  the United States o f  America. (Washington: 
Government Printing Office, 1931): Vol. 2, 97.
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containing m any islands, and having a total length of only 20 miles. It was inevitable that 
these deficiencies would necessitate later changes in the treaty and boundary descriptions.
Provisions were made at the close o f the W ar o f 1812, in Article 6 o f the Treaty of 
Ghent, signed on December 24, 1814, for the appointment o f Com m issioners to determine 
and report upon the true intended course o f  the international boundary from the St. 
Law rence R iver through the G reat Lakes and their interconnecting w aterw ays. The 
com m issioners thus appointed made their conclusions on June 22, 1822; the description of 
the course o f  the boundary through the St. Clair River was:
....to  Lake S t. C la ir: Thcncc th ro u g h  the m iddle or sa id  lake 
in a  d irec tion  to  e n te r  th a t m outh  o r  C hannel o f th e  r iv e r  St.
C la ir  w hich  is u su a lly  d en o m in a ted  the O ld  S h ip  C h a n n e l;
T hence along the m iddle of said C hannel between S q u irre l Island 
on the  sou th  cast and  H crson 's  {sic] Island on the n o rth  west, to 
th e  u p p e r  end o f th e  la s t m en tioned  island  w hich is n ea rly  
opposite  to  P o in t aux  C hcnes on the  A m erican S h o re : T hence 
along  the  m iddle o f the  r iv e r  S t. C la ir  keeping to  th e  west of 
and  n ea r the islands called Belle Riviere [Fawn or Woiultiek Island] 
and  Isle aux Cerfs [Stag Island]16 to Lake H u ron :....17
Thus the boundary passing through the Great Lakes and interconnecting waterways 
was a curving line based on points in the rivers and lakes which were equidistant from the 
nearest points on opposite shores. Thus the boundary was entirely dependent upon the 
m eandering lines o f the shores.
International law generally recognizes that a nation’s sovereignly includes tit! area o f 
w ater paralleling her coast, i.e. the United States, Canada, and G reat Britain observe a 
w idth o f  three miles along their seashores (originally determined, it is said, by the range of 
cannon fire, a m easure which long ago ceased to keep up with technology). International
J6Names in parentheses are the author's insertions.
I7Miller, op.  dr.,Vol. 3, 68.
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law accepts a nation firing upon a foreign ship which has entered her w aters without 
permission.
On the Great Lakes, whose waters are viewed as the territory o f  the United States 
and Canada, regardless o f the distance offshore to  the m iddle o f  the lakes, no rule of 
territorial waters is officially observed. Norm ally, a nation may exercise her sovereign 
powers by defining the conditions under which vessels may enter her w aters, but the 
international boundary has no impeding effect on free navigation o f  the G reat Lakes. 
Neither Canada nor the United States m aintains warships on the Great Lakes, nor do they 
police their waters to exclude ships o f  the other, w ith the exception o f com m ercial fishing 
vessels which operate under a mutually-legislated set o f conditions.
Since the W ar o f  1812, the United States and Canada have exemplified an exception 
to the proven observation that enem ies o f  w ar perpetuate their d ifferences; naval 
disarm am ent on the Great Lakes seem s to have deterred the waging o f  war. Both Great 
Britain and the United States agreed in 1817 that the naval strength o f each country should 
be lim ited to "one vessel not exceeding one hundred tons burthen and arm ed w ith one 
eighteen-pound cannon" on Lake Ontario, plus tw o sim ilarly lim ited vessels from  each 
country on the upper lakes,1 s mere symbols o f  token strength actually representing lasting 
peace.
W hile navigating a vital border river like the St. Clair, a com m ercial vessel finds 
itself one moment in the waters o f one country, and the next, in w aters o f  the other. For 
navigation purposes, the boundary line has been virtually removed.
The Treaty o f  1842 made a broad provision for G reat Lakes navigation in areas 
where boundary lines meandered:
^N ote  from His Majesty's Minister at Washington to the United States Secretary of State, April 28, 1817.
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The C hannels of the R iver St. Law rence on both sitles of the 
Long Suult Islands and  of B a rn h a rt Island , the  channels in the 
R iver D etro it, on both  sides of Island  Uois B lanc, and  between 
th a t island and  both  C anad ian  and A m erican shores, and  all the 
severa l channels an d  passages betw een the  various islands lying 
n ea r the ju n c tio n  of the R iver St. C la ir  w ith  the lake of th a t 
nam e, shall be equally  Tree and  open to the sh ips, vessels, and 
boats o f bo th  c o u n trie s .19
The Treaty o f 1872 dealt with, among olhcr things, waters which lay exclusively 
w ithin the territory o f  one country. The United States gave Great Britain's (including 
Canada’s) ships the right to navigate Lake Michigan,20 while Great Britain gave the United 
States ships the right to navigate the St. Lawrence River from the place "where it ceases to 
form the boundary betw een the two countries, from, to and into the sea....,"21 m eaning 
unham pered  passage fo r o v er a thousand m iles eastw ard  from the C ornw all, 
Ontario/M assena, New York border, past the major ports o f Montreal and Quebec City, to 
the G ulf o f St. Lawrence. Concessions by one country to the other were instrumental for 
establishing cooperative action in this evolutionary scries o f navigation treaties.
In 1895, after consultation with ship operators and mariners in both countries. 
Congress enacted legislation for distinct pilot and navigation rules applied to Great Lakes 
waters, somewhat different from the international rules o f  the road. Canada moved quickly 
to adopt the same rules, and since that time, there have been no substantial changes to the 
rules by either country w ithout the approval and adoption o f  such changes by the other. In 
the St. Clair River, for example, until 1984, the speed limits for commercial vessels 65 feet 
o r m ore in overall length differed between upbound and downbound vessels, and in 
different segm ents o f the river (for example, between Fort Gratiot Light and Slag Island
•^Treaty of 1842, Article VII.
20Trcaty of 1872, Article XXVIII.
21Treaty of 1872, Article XXVI.
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Upper Junction Lighted Buoy, the downbound speed limit was twelve statute m iles per 
hour over the bottom, while upbound vessels in that same stretch o f water were limited to 
nine statute miles per hour over the bottom. The middle and lower sections o f the St. Clair 
River posted different limits.)22
On April 19, 1984, m utually-accepted am endm ents, effective April 30, 1984, 
sim plified that section o f the Canada Shipping Act slightly: "...no ship o f  20 metres or 
more in length may proceed at a speed greater than 10.4 knots between Fort Gratiot and St. 
C lair Flats Canal Light '2 '...."23 This speed lim it applies to dow nbound o r upbound 
vessels throughout the entire course o f the St. C lair River. W ith the em phasis on safety,
this revised agreement also demands that "every ship shall maintain a continuous listening
watch on channel II between Lake Huron Cut Lighted Buoy ’11' and Lake St. C lair 
Light."24 (The governments o f Canada and the United States have long allocated comm on 
frequencies for ship-to-ship and ship-to-shore communication.) Similarly,
E v ery  sh ip  s h a ll . . .m a k e  a tr a f f ic  r e p o r t  to  SA R N IA  
T R A FFIC  on the  channel on which it is req u ired  to  m ain ta in  a 
con tinuous listen ing  w atch , ind ica ting  its
(a) id en tity ,
(b) location ,
(c) intended course of action, and
(d) estim ated  tim e of a rr iv a l a t  the next location  re fe rred  to 
in colum n I of the schedule.23
22Cmuida Shipping Act. Chapter 1469: "Regulations Respecting the Speed of Vessels on the Connecting 
Waters of the Great Lakes from Lake Huron to Lake Erie." (Short title: "St. Clair and Detroit River 
Vessel Speed Regulations"). (Ottawa: Queen's Printer for Canada, 1978): Section 3.
23Cannda Shipping Act. Registration SOR/84-335. "Regulations Respecting Navigation Safety on the 
Waters of the Great Lakes from Lake Huron to Lake Erie." (Short title: "St. Clair and Detroit River 
Navigation Safety Regulations"). (Ottawa: Queen's Printer for Canada, 1984): Section 18.
24//w/., Section 5.
23/biV/., Section 6.
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These traffic reports must be made four times by downbound vessels at specific 
locations in the St. Clair River,26 and four times by upbound vessels.27
General rules o f navigation safety arc outlined:
No person  sEmll navigate  o r opera te  any  sh ip  in a m an n er 
th a t is dangerous to any person , (hat sh ip , o r any o th e r vessel, 
having regard  to nil the circum stances, including the n a tu re  and 
cond ition  of the  w a te rs  being nav igated  and  the  use th a t is or 
m ight reasonably  be expected to be m ade of those w aters...
E v e ry  s h ip  s h a ll ,  by u s in g  n a v ig a tio n  sa fe ty  c a lls ,  
com m unicate its in ten tions to any o th e r ship  in the vicinity and 
en su re  th a t the m ovem ents of the  ships a re  coordinated  and there  
is an  agreem ent betw een the sh ips before proceeding to overtake 
o r  m eet it....
In  th e  S t. C la ir  R iver..., no sh ip  shall a n c h o r in such  a 
m a n n e r th a t it m ay sw ing in to  the channel o r across s tee rin g  
c o u rse s .2 ®
An im portant m arine decision regarding the anchoring o f  vessels in navigable 
w aterw ays was made in 1883 due to an incident which occurred in the St. C lair River. 
Because the court decision was so relevant to the navigation interests o f the lakes, and 
because it involved a feature not previously faced by the courts, the Great Lakes press gave 
Ionger-than-usual accounts o f  the situation.
The schooner, Sunrise, upbound in the St. Clair River in low of a tug on October 
18, 1881, voluntarily cam e to anchor at ten o’clock in the morning near the upper end o f 
the M iddle G round, where the channel is about 700 feet wide, and substantially in the 
m iddle o f the channel. The vessels had opportunity to raise anchor throughout the day and
26/Wd., Schedule to Section 6, These locations arc the Port Huron Traffic Lighted Buoy, the Salt Dock 
Light, Grande Pointe Light "23", and the St. Clair Flats Canal Light "2".
27/Z>/c/., Schedule to Section 6. These locations arc the Port Huron Traffic Lighted Buoy, Stag Island Upper 
Light, Grande Pointe Light "23", and the St. Clair Flats Canal Light "2".
28/Wd., Sections 9, 15, and 16.
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
18
that same evening, and head for less-travelled waters o f anchorage, such as Sarnia Bay, the 
docks at Port Huron, or the waters below the M iddle Ground, where they would be safe 
from descending vessels. However, the Sunrise  stayed in place.
The stcam barge, O scar Townsend, towing the schooner, Kelley, entered the St. 
C lair R iver from Lake Huron at about 3:00 A .M ., follow ing the usual course for 
downbound traffic. The full com plem ent o f officers and men on deck watching for lights 
did not discover the light o f the anchored Sunrise until the steam er was within 400 feet o f 
her. Immediately, the steambarge veered to starboard and passed clear, but her tow, by the 
force o f the river's current, swung in ju st enough to com e in collision w ith the Sunrise  and 
inflict great dam age; for which the Sunrise's owner sued.
D efen d an ts  s e t  u p  th a t  th ey  had  am p le  w a tch ; th a t  on 
en te rin g  the  r iv e r  they w ere obliged to go by la n d m a rk s , an d  
th a t, owing to  the rap id  c u rre n t o f fou r o r five miles an  h o u r, a 
.stcam barge having a tow  was obliged to  determ ine  upon an d  take 
h e r  course , an d  th a t  a f te r  she h ad  tak en  h e r  co u rse  i t  w as 
d ifficu lt, if n o t im possib le , to change it  so as to avo id  any 
vessels o r  obstacles w hich m ight sudden ly  a p p e a r; th a t  th is  was 
ow ing to  the  rap id ity  o f the  c u r re n t  a n d  the  speed w hich a 
s team b arg e  having a tow  was obligated  to  keep up  in o rd e r  to  
re ta in  co n tro l, which two th ings to g e th e r m ade it  im possible fo r 
a s team  vessel to do w hat she could do  in the open lake  w here 
th ere  was no cu rren t; th a t is, to check o r  stop . And th a t hence a 
vessel ly ing in  h e r  w ay, un less seen a t  a very  co n s id e ra b le  
d istance , could n o t he avoided , m aking  it  a  case of exceptional 
n av ig a tio n  to  w hich th e  o rd in a ry  ru le s  in  re la tio n  to  s team  
vessels ap p ro ach in g  sail vessels o r  vessels a t  an ch o r in th e  lake 
o r  in still w a te r would not apply. I t  w as claim ed th a t th is  ligh t 
on the  an ch o red  vessel w as n o t seen u n til w ith in  fo u r h u n d re d  
feet; th a t the  ligh t was dim , an d  th a t in crossing the r iv e r  a t  th is 
po in t in the  usual way the  lights on the sh o re  a t  S a rn ia  produce 
a confusion  o f ligh ts w hich m akes it im possible o r  d ifficu lt to 
d istingu ish  a  vessel's ligh t from  those on shore  u n til very  close, 
an d  th a t  in  ad d itio n  to  th is  th e  b ack g ro u n d  o f lan d  an d  o f 
s tru c tu re s  a t  S a rn ia  m akes it  im possib le  in  a  d a rk  n ig h t to
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d is tin g u ish  th e  h u lls  o r  sp a rs  o f vessels u n til  very  close 
ab o a rd .-^
The trial lasted nine days, in w hich tim e a very large num ber o f  the most 
experienced navigators on the lake testified on behalf o f the respondents that a vessel 
anchored in any part o f that channel is in a highly dangerous position; that no vessel should 
anchor in the channel except under the clearest necessity, and should then take Ihc first 
opportunity o f  getting a better place, or, by means o f the aid o f  her helm, allow herself to 
drift closer to shore so as to be substantially out o f the channel. The need to keep regular 
sea watch throughout the night, instead o f a mere anchor watch, also surfaced; in short, the 
need to be ready to execute any m aneuver which would tend to avoid a collision or lessen 
its consequences was stressed.
O ver two dozen sim ilar court cases were cited as authority by the respondent's 
counsel, all the while providing a banquet o f entertainm ent and inform ation for hungry 
Great Lakes sail and steamboat men.
The court found in favour o f the defence, holding the libellant's vessel at fault for 
improper anchorage. Among the charges were that the Sunrise did not comply with rule 10, 
R. S., sec. 4233, which required that all vessels when at anchor in roadsteads or fair ways, 
shall exhibit, w here it can best be seen, a white light, so constructed as to show a clear, 
uniform  and unbroken light visible all around the horizon; that she did not display, as it 
was her duty, a torch light when the lights o f the Townsend  and the Kelley  were first made 
as they approached her, to  enab le  them  to see her and avoid a collision; and that 
imm ediately before the collision, she failed to change her position, as she might have done
-^The Cleveland Herald, June 26, 1883.
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
20
by putting her wheel to starboard instead o f to port, and thereby cause her to swing out o f 
the way o f the approaching vessels.30
Additional marine rules exist, such as those regulating the towing o f ships:
A sh ip  sh a ll n o t o v e rtak e  a n o th e r  sh ip ...e x c e p t a sh ip
engaged  in tow ing, in the ...S t. C la ir  R iver betw een S t. C la ir
F iats C anal L ight "2" and Russell Island  L ight "33"....
(1) A tow ing ship  shall n o t d rop  o r an ch o r its tow  in such  a 
m an n e r th a t they m ay swing in to  a channel o r  across s tee rin g  
c o u rse s .
(2) A tow ing sh ip  engaged in a rra n g in g  its tow  shall n o t
o b stru c t the navigation of o th e r  sh ips.3 1
These regulations apply to all ships in the Canadian waters o f  the St. C lair River, 
and to all Canadian ships in the United States' waters.32
Returning to the evolution o f boundary and navigation agreem ents betw een the 
United States and Canada, another treaty, concluded on April 11, 1908, stipulated in 
Article IV that the boundary through the Great Lakes region should be ascertained and 
reestablished, with its course being marked
by buoys a n d  m onum ents in  the  w aterw ays an d  by p e rm a n e n t 
range m arks established on th e  ad jacen t shores o r  islands, an d  by 
su ch  o th e r  b o u n d a ry  m ark s  a n d  a t  su ch  p o in ts  a s  in  the  
ju d g e m e n t o f th e  C o m m iss io n ers  i t  is d e s ira b le  th a t  th e  
boundary  should be m arked; and the line of the boundary  defined 
a n d  lo c a te d  a s  a fo re s a id  sh a ll  b e  la id  dow n by  sa id  
C om m issioncta on accurate  m odern  ch a rts  p rep ared  o r  adop ted  by 
them  fo r th a t purpose, in q u ad ru p lica te  se ts, certified  an d  signed 
by the C om m issioners, two d up lica te  o rig ina ls  of w hich shall be 
filed by them  w ith  each  G o v ern m en t, a n d  the C om m issioners
30//j/rf.
3 'Canada Shipping Act. Registration SOR/84-335. "Regulations Respecting Navigation Safety on the 
Waters of the Great Lakes from Lake Huron to Lake Erie." Op. cit. Sections 11 and 19.
32//;W., Section 3.
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shall also p re p a re  in  dup lica te  an d  file w ith each G overnm ent a 
jo in t re p o rt o r  rep o rts  describing in detail the course o f said  line 
an d  the range m ark s an d  buoys m ark ing  it, and  the  ch a ra c te r  and 
lo c a tio n  o f each  b o u n d a ry  m a rk e r .  T h e  m a jo r ity  o f  th e  
C om m issioners shall have pow er to ren d e r a decision.33
This Treaty o f 1908 established the boundary through the lakes and connecting 
waterways in a series o f straight lines, clearly defined by courses and distances, following 
the general course o f  the curving line which had designated the "middle" o f the river. The 
boundary, for exam ple, o f  the St. C lair River from the Chcnal Ecarte to the mouth o f  the 
river, is defined in 23 straight line courses.
The Boundary W aters Treaty o f 1909 provides, in part, that all waters through which the 
international boundary passes, from shore to shore, including all bays, arms, and inlets, 
and Lake M ichigan, should be regarded as boundary w aters,3'1 which "shall forever 
continue free and open for the purposes o f  comm erce to the inhabitants and to the ships, 
vessels, and boats o f  both countries equally...."35 Each nation reserves the right to enact 
law s within her own territory, conditional upon the laws being "not inconsistent with (he 
right o f  free navigation" and that they apply "equally and without discrim ination to the 
inhabitants, ships, vessels, and boats o f  both countries."36 This treaty protects each 
country 's vessels in their dom estic trade, i.e. neither the United States nor Canada allows 
the ships o f  the o ther to engage in her coastw ise trade, viz. transporting passengers or 
goods betw een her ports. For. exam ple, an American vessel may not transport passengers
33W:lliam M. Malloy. Treaties, Conventions, International Acts, Protocols and Agreements between the 
United States o f  Am erica and O ther Powers, 1776-1909. (Washington: U. S. Government Priming 
Office, 1937): Vol. I: 822.
34Boundary Waters Treaty of 1909, Preliminary Article.
35Boundary Waters Treaty of 1909, Article 1.
36Ibid.
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betw een Sarnia and Goderich; nor may a Canadian ship carry coal from Cleveland to 
Duluth.
However, the full significance o f the rights secured by the Boundary W aters Treaty 
o f  1909 may be illustrated in the development o f navigation projects:
.. .u p  to  1944, th e  U n ited  S ta te s  had  ex p en d ed  a b o u t 
$24,000,000 in the low er D etro it R iver nnd ...m »re th an  h a lf  the 
expend itu re  was d irected  to pro jec ts in C anudiun w aters.
No tre a ty  o r  o th e r  fo rm al ag reem en t expressly  au th o rize s  
th ese  im p ro v em en ts  w hich th e  U n ited  S ta te s  h as  m ade in 
C a n a d ia n  w a te rs . T h e  obv ious e x p la n a tio n  is th a t  hy the  
B o u n d ary  W ate rs  T rea ty  o f 1909, the U nited S ta tes  o b ta in ed  
p e rp e tu a l  n av ig a tio n  r ig h ts  fo r  h e r  sh ip s  a n d  c itiz en s  in 
C an ad ian  w aters. H aving those rig h ts , the U nited S ta tes needed 
no fu r th e r  guaran tees and  it  was entirely  p ro p er for the C ongress 
to au th o rize  the  im provem ents and  m ake ap p ro p ria tio n s  fo r th e ir  
co n stru c tio n  and  m ain tenance  as though the im provem en ts lay 
wholly w ith in  o u r te r r ito r ia l w ate rs .37
Finally, the Treaty o f 1925, which was signed at W ashington, D. C. on February 
24, 1925, provided for the m aintenance o f the entire boundary betw een Canada and the 
United States. Article IV empowers the Commissioners
to inspect the various sections of the boundary  line betw een the 
U nited  S tates and  the D om inion of C anada and  betw een A laska 
an d  the D om inion of C anada a t such  tim es as they shall deem  
n ecessa ry ; to  r e p a ir  a ll d am aged  m onum en ts an d  huoys; to 
re lo ca te  and  rebu ild  m onum ents w hich have been d estroyed ; to 
keep the boundary  vistas open; to  move boundary  m onum ents to 
new sites and  estab lish  such add itional m onum ents and  hnoys as 
they shall deem desirab le .3 8
37Gilbert R. Johnson. "United States-Canadian Treaties Affecting Great Lakes Commerce and Navigation." 
Inland Seas, Summer, 1948, Vol. 4, No. 2. (Cleveland: Great Lakes Historical Society): 115-116.
^T re a tie s , Conventions, international Acts, Protocols, and Agreements, between the United S tates o f  
A m erica and  O ther Powers, 1923-1937. (Washington: U. S. Government Printing Office, Senate 
Document No. 134, 75th Congress, 3rd Session, 1938): Vol. IV, 3992.
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
2 4
That same Article compelled the Commissioners to submit reports at least once each 
calendar year to their respective governments,
c o n ta in in g  a s ta tem en t o f the inspections m ade, the  m onum ents 
an d  buoys re p a ire d , re loca ted , re b u ilt, m oved, an d  estab lish ed , 
an d  the  m ileage an d  location o f vistas opened, and  sh a ll su bm it 
w ith  th e ir  rep o rts , p la ts  and  tab les certified  an d  signed by the  
C om m issioners, giv ing th e  loca tio n s an d  geodetic  p o sitio n s o f 
a ll m onum ents moved an d  all ad d itio n a l m onum ents estab lish ed  
w ithin the  yea;*, and such o th e r  in form ation  as m ay be necessary 
to  keep the boundary  m aps and records accurately  revised.^ ^
There were several difficulties pertinent to the establishm ent o f  the St, C lair River 
boundary, and there were, o f  necessity, revisions in the border from  the tim e o f  the 
Preliminary Articles o f Peace in 1782 to the Treaty o f  1925. These difficulties included the 
lack o f geographical knowledge o f the waterways, particularly with reference to  the islands 
in the St. C lair River (keeping in mind that the 1755 Mitchell map lacked detail and was not 
based on accurate surveys), a lack o f  guidelines for what constitutes and determ ines the 
"middle" o f the river, and the question o f  w hether the international boundary should be 
delineated in a series o f  straight lines from  one buoy to the next o r w hether it should 
conform  lo the outline o f  that river. By the tim e the Treaty o f  1925 w as signed, these 
boundary problem s were resolved.
Canada and the United States are both equally sovereign nations, and, as such, 
either country has the inherent power to require that ships o f  the o ther nation conform  to 
laws within her own waters. By the various navigation treaties, however, both countries 
have relinquished a substantial m easure o f  sovereignty, w ith each giving a  voice and 
lending an ear to the other in matters that could legally be viewed as her own affairs.
39 Ibid.
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CHAPTER III
Maritime and Shipbuilding History 
of the St. Clair River
The largest vessel to travel the St. C lair River waters for centuries was the Indian 
birchbark canoe, generally o f such diminutive construction that it carried only two or three 
persons plus a small cargo. Its usefulness and practicality were accepted by the first French 
and English explorers in the area, opening these hinterlands to the expanding lur trade anil 
the religious conversion efforts o f the missionaries.
French fur traders introduced a larger, heavier, more stable and more European 
m ode o f  w ater transportation, a boat called a "baltcau," propelled by oars rather than 
paddles, and capable o f  carrying greater loads.
Rend-Robert Cavelier, Sieur de la Salle, is generally credited with the construction 
o f  the first heavy draft sailing vessel on the upper Great Lakes. Built at Niagara in early 
1679 and nam ed the Griffon , (also spelled Griffin  in fewer sources), this small trading 
vessel carried a displacem ent o f  about 45 tons in a length o f  only about 40 feci, and left the 
safety o f its anchorage in eastern Lake Eric on the seventh of August that year with a crew 
o f  about 34 on a fur-trading voyage to the far end o f  the Great Lakes in upper Lake 
M ichigan.40
Sources indicate that LaSalle named the St. C lair River. O thers question this by 
arguing that LaSalle left the Detroit River and entered a small lake, v/hich, in honour o f the
40George I. Quimby. "The Voyage o f (he Griffin: 1679." Michigan history. Vol. 49, No. 2, June, 1965: 
97.
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saint's day o f August 12, he named Lake Stc. Claire.4' No mention is made o f  the naming 
o f  the river encountered after August 12, although descriptive accounts o f the expedition's 
upstream progress exist:
...A s it  w as S t. C la ire 's  day , [F ather L ouis] H e n n e p in 's  
p roposal th a t the nam e o f the founder of h is o rd e r  be given to  
this lake w as ca rried  ou t, an d  it received its p resen t nam e.
W hen the G r i f f o n  had  crossed the lake, the m en saw  before 
them  w ide m arshes th ro u g h  w hich th e  sw ift-m oving  r iv e r  had 
m any a w inding channel. They had come to the S t. C la ir  F lats, a 
fan -sh ap ed  d e lta  o f seven channels, on w hich has been b u ilt 
today a p o p u la r  su m m er reso rt. They set to  w ork  sounding  one 
passage a f te r  a n o th e r , only to find  them  shallow  a n d  a lm ost 
b a rre d  w ith  shoa ls. B ut a t  la s t they cam e upon  an  excellen t 
ch an n e l a b o u t a league b ro a d , w ith  no sa n d s  a n d  a d ep th  
everyw here  o f from  th re e  to  e igh t fa th o m s o f w a te r  th ro u g h  
which the vessel sailed  easily tow ard  Lake H u ro n . A t the  m outh  
o f the river, however, they w ere forced to  d ro p  an ch o r and  rem ain  
fo r severa l days. A n o rth  w ind had  been blow ing, d riv in g  th e  
w ater of the th ree  u p p e r lakes in to  the s tra it. T h is had increased  
so m uch the  usual force o f the c u rre n t th a t it w as as violent as 
th a t o f the  N iagara, an d  en tirely  im passable fo r a  vessel like the  
G r i f f o n .  Even w hen th e  w ind tu rn e d  so u th e rly , L aS alle  could 
m ake no headw ay ag a in s t th is c u r re n t  u n til he se n t a sh o re  a 
dozen men who hauled an d  towed the vessel along the  beach fo r 
h a lf  an  h o u r, d rag g in g  h e r o u t o f th e  n a rro w  m ou th  o f the  
channel in to  the  w ave-tossed w aters o f the lake . O nce m ore , a ll 
re tu rn e d  " th a n k s  to  the  A lm ighty  fo r th e ir  h ap p y  n av ig a tio n ,"  
and set sail on the 23d [sic] o f A ugust on Lake H uron .42
Incidentally, some modern historians claim  that the St. C lair R iver was named in 
the early 1800’s in honour o f General Arthur St. Clair, who, in the 1780's, w as Governor 
o f  the Northwestern Territory, o f  which M ichigan was a part. The river supposedly had 
borne the name Huron River on an early map, and had been named Sinclair R iver in 1765 
when Patrick Sinclair bought land and built a fort where the town o f  St. C lair, M ichigan,
41C. M. Burton, op. cil.. 8-9.
42Edward Channing. The Story o f  the Great Lakes. (New York: The Macmillan Company, 1909): 63-65.
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now stands.43 "St. Clair," it has been suggested, could also be a pronunciation breakdown 
o f  "Sinclair."
The Griffon  reached Green Bay on Lake Michigan and left on Septem ber 18, 1679. 
loaded w ith a valuable cargo o f  beaver pelts. Two days later, the ship was last seen 
"tempest tossed in the Straits o f Machinac, which connect Lake Huron and Lake Michigan, 
and 'being  driven tow ards the H uron islands' o f G eorgian B ay."44 The G riffo n  
disappeared on this return leg o f  its maiden voyage, becoming the first, anti perhaps most 
fam ous, m ysterious, and elusive, shipw reck on the Great Lakes. Since 1806, at least 
eleven discoveries o f  the G riffon 's  supposed relics have been reported,43 and in the 
sum m er o f 1992, the Province o f  Ontario contributed funds for a sidescan sonar search of 
possible shipw recks, including the Griffon, in the waters just west o f M anitoulin Island. 
The Griffon  was the first and last European vessel built and sailed on the upper lakes for 
more than half a century.
The English captured control o f the lakes in the 1760’s and the establishm ent of a 
string o f  forts and trading posts necessitated the creation o f a small licet to supply these 
outposts with stocks and munitions. Even though the Americans took charge o f the Great 
Lakes posts within their new dom ains in 1796, it was not until alter the W ar of 1812 that 
American shipping in the Great Lakes took a noticeable form.
Shipping activities along the St. C lair River began in 1814 with the governm ent 
construction o f Fort Gratiot at the mouth o f the river, and, in 1818, the ilrst vessel built
43Emcline Jenks Crampton. "History of the Saint Clair River." A small publication "Written for the 
Centennial of the Founding of St. Clair County on May 8, 1821." Dated June 13, 1921: I.
44C. H. J. Snider. "Further Search for the Griffon ." Ontario Historical Society, Vol. XLVIII, No. I, 
Winter, 1956: 1.
45C. H. J. Snider. The Griffon. Illustrations by Rowley W. Murphy. (Toronto: Rous & Mann Press Ltd., 
1956): 16-17.
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
2 8
along Ihcsc shores, namely the so-called "Split Log,” which measured 34 feet in length and 
nine feet in beam, displaced 34 tons, and functioned as a revenue cutter.46
Samuel W ard and his nephew, Eber B. W ard, both o f  Newport (as M arine City, 
M ichigan, was then called), com bined to create a highly-profitable shipping com pany 
named after them selves. Their production o f several first-class steam ers from  the mid- 
1840's until the mid-1850's made their names fam ous in every Great Lakes port as their 
vessels carried thousand upon thousands o f  new settlers, principally from  B uffalo to 
Chicago, and the extent o f  their local m arine enterprises soon created the im pression that 
the w ater route betw een Port H uron and D etro it was their personal dom ain  and 
m onopoly.47
The p o st-1850 rapid construction o f  railroad lines, however, seriously depressed 
passenger steam er traffic volume, and the em phasis on freight business increased. Ships' 
characteristics changed, as vessels were designed and constructed in consideration o f  the 
bulk trade. The St. C lair River becam e one o f the Great Lakes arenas for a new  creation 
called the steam  tug, a small but im m ensely powerful vessel which could tow  a  string o f 
ha lf  a dozen sailing vessels, each loaded with heavy bulk cargo, upstream  into Lake 
Huron. This profitable business produced great rivalries along the river, as m any o f  the 
strongest and fastest tugs were owned in Port Huron, Sarnia, M arysville, St. C lair, M arine 
City, and Algonac.
Few areas o f  the Great Lakes developed as great and efficient an in terest in the 
construction and operation o f  w ooden vessels, both sail and steam  pow ered, as the 
American side o f the St. Clair River region. Until late in the nineteenth century, the shores
46Williatn Lee Jenks. St. Clciir County, Michigan, Its History and Its People. (Chicago and New York: 
The Lewis Publishing Company. 1912): 403.
47//j;V/.. 403-404.
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o f  the St. C lair River provided enough hardwood forests for both the construction o f 
vessels and as a fuel source for steam-driven craft.
T he g re a t p e rio d  o r d cvcIopn]en t...occu rred  in the  p eriod  
betw een  1850 an d  1870. lic fo re  th a t, b u t sm all use had  been 
m ade o f the g rea t n a tu ra l resources o f the ]St. C lair| county — its 
va luab le  p ine an d  hardw ood  tim b er. M any saw m ills |s ic | were 
b u ilt  u n til n o t less th an  fifteen  w ere in  o p e ra tio n  a long  S t. 
C la ir  an d  Black rivers. D uring  the sam e tim e, boat build ing was 
going on a t  a rap id  ra te , nearly  250 boats being built du rin g  the 
tw en ty  y ea rs . T hese two in d u strie s  b ro u g h t in a considerab le  
influx o f popu la tio n , as the  tim b e r wus cu t off, the land  was 
ren d ered  m ore easy of elenring, an d  se ttle rs  cam e in w ith m ore 
rap id ity  th an  d u rin g  any o th e r equal period  o f tim e, so th a t the 
p o p u la tio n  in c reased  from  10,420 to 26,604 betw een 1850 and  
1860, an d  by 1870 to  36,661.48
W hen steel and iron replaced w ood as the prim ary construction m aterial in 
shipbuilding at the turn o f  the century, the supremacy o f the St. C lair River area declined 
and eventually disappeared.
The following compilation o f  commercial vessels built in Port Huron, M arine City, 
and St. C lair, along the shores o f  the St. C lair R iver, was derived mainly from J. B. 
M ansfield 's (editor) tw o-volum e H istory o f  the Great Lakes, Jcnks' St. C lair County, 
M ichigan, Its  H istory and  Its People, from the radio script o f an Auld Lang Sync Talk 
given by H. A. Hopkins, Secretary-M anager o f  the Port Huron Cham ber o f Com m erce on 
M arch 19, 1940, and from John O. Greenwood's Nam esakes  scries o f books for the years 
1900-1909, 1910-1919, 1920-1929, and 1930-1955.
It is intended that th is three-com m unity com pilation will give an idea o f  the 
m agnitude o f  vessel construction along the United States shore o f  the St. C lair River. O f
48W. L. Jenks. "History o f St. Clair County." Saint Clair County Centennial and Hame-Coming 
Celebration, 182 J-192 J, Souvenir Program: 9.
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inlcrcsl is the fact that, while m ost Great Lakes shipbuilding firms quickly m ade the 
transition to larger steam -powered vessels in the 1870’s and 1880's, the St. C lair River 
interests rem ained with the production o f large schooners, w hich were increasingly 
constructed with low-bargc use in mind. M arine City slid its final huge schooner down the 
launchram p in 1896. Shortly thereafter, new steam -pow ered vessels hit the 600-foot 
length, and the use o f a string o f wooden tow-barges (which were frequently form er sailing 
ships, m ore often than not in dilapidated condition) towed behind one sm all steam er 
became financially inadequate and obsolete.
The only com m unities on the Canadian side o f the St. C lair R iver to produce 
significant numbers o f large, commercial vessels were W allaceburg and Sarnia, but vessel 
production was a fraction o f that o f  their M ichigan counterparts. A lthough som e vessels 
were constructed in the sm aller communities along the Canadian shoreline, shipbuilding in 
these O ntario towns never cam e close to reaching the production volum e and tonnage of 
places such as Algonac, M arine City, and St. Clair, Michigan.
In the 1800’s, 127 sail-powered and 40 steam -powered com m ercial vessels were 
constructed at Port Huron:
In 1838, the sloop, Temperance, o f 29 tons; in 1839, the schooner, K ey West, of 
20 tons; in 1842, the 53-ton schooner, H enry Hubbard, w hich capsized and was lost in 
Lake Huron three years later; in 1844, the schooner, Freedom, o f  28 tons, which capsized 
in Lake Huron the sam e year with the loss o f three lives, and the schooner, M orning Star, 
o f  38 tons, which sank in Lake Erie in 1849; in 1845, the brig, D avid Smart, o f  203 tons, 
which was w recked near Chicago in 1857, and the small schooner, H . Hopkins, o f 14 
tons; in 1846, the seven-ton schooner, D olphin , and the 215-ton schooner, A m a zo n , 
which was wrecked at Point Edw ard in 1864; in 1847, the steam er, Am erica, o f  600 tons, 
w hich was w recked at Dunkirk on Lake Erie in 1854; in 1848, the 79-ton schooner,
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Venus, the brig, Robert Bum s, o f 307 tons, lost with ten lives in the Straits o f M ackinac in 
1869, the 25-ton schooner. May, the 227-ton propeller, Petrel, the schooner. M ariner, of 
68 tons, which was wrecked near Chicago in 1852, the eight-lon schooner. Hawk, and the 
schooner, Industry, o f 19 tons; in 1849, the 20-ton schooner. Trader, and the schooner. 
Dial, o f 161 tons; in 1851, the scow, United, o f 71 tons, and the scow, Ariel, o f 45 tons; 
in 1852, the scow-schooner, Traveller, o f 182 tons, which sank at Port Burwelt on Lake 
Erie in 1855; in 1853, the schooner, D avid Ferguson, of 223 tons, which was abandoned 
for condition in 1908, the 54-ton schooner, Free Dem ocrat, which capsized in Lake 
M ichigan in 1868 with the loss o f  four lives, the 35-ton schooner, M aine Saw, the 27-Ion 
scow -sch o o n er, R e m itta n c e ,  the schooner, L. M. M ason, o f  340 tons, the 64-ton 
schooner, Fidelity, which was abandoned only seven years later, and the scow-schooner, 
Weasel, o f  41 tons; in 1854, the 93-ton schooner, F. G. Scott, the 56-ton scow-schooner. 
Enterprise, w hich sank in Lake Huron in 1861, and the 142-lon schooner, Helen Kent, 
which was abandoned in Lake M ichigan in 1867; in 1855, the steam boat, Union, o f 116 
tons; in 1856, the 107-ton scow, Whittlesea, which was abandoned at Cleveland in 1873, 
the 158-ton schooner, Fred L. Wells, the 136-ton schooner, William A. Chisholm, and the 
schooner, J. Hibbard, o f 95 tons; in 1857, the 97-ton schooner, John S. Minor, the 186- 
ton schooner, W. R. Hanna, w hich capsized in Lake M ichigan in 1870, the 170-ton 
schooner, Gulielma, which was wrecked at Buffalo on Lake Eric in 1863, the schooner, 
Forest Rose, o f  105 tons, the 23-ton schooner, Crenoline, and the schooner, Jim  Moffat, 
o f 25 tons; in 185 9 , the 21-ton scow -schooner, W etzel, the 23-lon schooner, E. J. 
Sexton, and the 40-ton schooner, Em ma, which was lost in 1869; in 1860, the 32-ton 
schooner, M ahala, the 123-ton steamer, Sam ia, the 59-ton schooner. M orning u irk , which 
sank near Detroit in 1875, the 48-ton scow M orning Star, the 34-ton scow, Triton, and the 
propellor, Belle, o f  235 tons, which burned in Lake M ichigan in 1869 with the loss o f two 
lives; in 1861, the 41-ton scow -schooner, Spray, which capsized o ff South Haven on 
Lake M ichigan in 1875, and the schooner, G aribaldi, o f 167 tons; in 1862, the 57-ton
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scow, Rival, which was lost in 1869; in 1863, the 58-ton scow, Uncle Sam, the 93-ton 
scow, Lizzie, and the 410-ton brig, Lucy J. Clarke, which was wrecked on Lake M ichigan 
in 1883 with the loss o f three lives; in 1864, the 68-ton scow, Senator, the 61-ton scow 
Evergreen, the 235-ton steam er, Kate Moffat, which burned in Lake Huron in 1885, the 
46-ton schooner, Idaho, the 92-ton scow, M ayflow er, which sank o ff Kelly 's Island in 
Lake Eric in 1875, the 107-ton schooner, Elisha C. Blish, which was lost on Lake Huron 
later that year with all hands, and the bark, H uron, o f  378 tons; in 1865, the 144-ton 
scow , H om e, which was abandoned in 1897, and the bark, St. Clair, o f  350 tons; in 
1866, the 210-lon schooner, K ew aunee, which was renam ed the M ary C. D aryaw  in 
1921, wrecked on Simcoe Island in Lake Ontario in 1922, and finally burned o ff Kingston 
in 1927, the 87-ton scow , M aple Leaf, the 45-ton scow, H enry Young, w hich was 
wrecked on Lake Erie in 1870, the 121-ton schooner, E. M. Carrington, the 26-ton tug, 
Ida S. Botsford, the 80-ton scow, Curlew, which sank in Lake M ichigan in 1890, the 104- 
lon scow, Maria, which foundered in 1883, the 62-ton scow, Iris, and the barge, Erie, o f 
230 tons; in 1867, the 418-ton barge, Hattie Johnson, which sank in Lake Huron the next 
year, the 40-ton scow, Rozilee, the 411-ton steam er, City o f  Port Huron, the 146-ton 
schooner, Topsy, which was lost in Lake M ichigan in 1891, the 36-ton scow, C lipper  
Vision, the sm all, eight-ton scow, Two Brothers, the 132-ton scow, C. G. M eisel, w hich 
was abandoned o ff Lexington, M ichigan, in Lake Huron in 1883, the 291-ton schooner, 
H attie Wells, which was swam ped by heavy seas in a storm  on Lake M ichigan in late 
1912, the 82-lon scow, Em m a Leighton, the 261-ton steam er, H enry H ow ard, w hich 
burned o ff Harscn's Island in the St. C lair River in 1884, the 164-ton steam  tug, G eorge  
E. Brockway, the 86-ton scow, E. T. Gain, which was stranded at Point Pelee the next 
year, the 32-ton scow, M ary M iller, and the schooner, Winnie Wing, o f  200 tons, w hich 
was abandoned in 1923 at Kingston; in 1868, the 85-ton scow, Juno, w hich sank in the 
St. Law rence R iver in 1873, the 62-ton scow, A dain, the 60-ton scow , H. B. M oore, 
which was lost in Lake M ichigan in 1894, the 273-ton schooner, H attie Howard, the 40-
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ton scow , M aggie, the 30-ton scow, M elissa , the 350-ton schooner, Groton, w hich  
foundered in Lake Erie in 1897, and the 88-ion scow. Kitten, which was wrecked in Lake 
Erie two years later; in 1869, the 211-ton schooner, W illiam G. Keith, the 470-ton 
schooner, Carlingforcl, which sank in a collision on Lake Erie in 1881, the schooner, 
D avid  A. Wells, o f 310 tons, which foundered in Lake M ichigan in 1880, the 195-ton 
scow , Thomas S. Skinner, and the tug, Frank M offat, o f 122 tons, which exploded and 
was a total loss in the St. C lair River in 1885; in 1870, the 289-ton schooner, Wyoming. 
the schooner, Fannie Neil, o f  451-tons, which was abandoned in 1912, the 25-ton scow, 
Christina, the 297-ton schooner, E. Fitzgerald, which was wrecked at Long Point, Lake 
Erie, in 1883, w ith the loss o f seven lives, and the schooner, L. VP, Ferry, o f 253 tons; in
1871, the 220-ton tug, Gladiator, the 68-ton barge, Ark, the huge steamer, Vanderbilt, of 
1,302 tons, the schooner, G eorge H. Ely, o f  648 tons, which becam e a total loss near 
D etour in Lake Huron in 1882, the 834-ton schooner, Harvey  /-/. Brown, w hich was 
w recked on the coast o f  M aine in 1898, and the schooner, James Conch, o f 843 tons, later 
renam ed the Tasm ania  and lost with all hands off Point Pclce in Lake Eric in 1905; in
1872, the schooner, Elizabeth A. Nicholson, which was lost in Lake M ichigan in 1895, 
the 319-ton schooner, I. N. Foster, and the steam er, M ontana , o f  1,535 tons, which 
burned to a total loss near Alpena on Lake Huron in 1914; in 1873, the 817-ton steamer, 
O scar Townsend, which burned on Lake Huron in 1891, the 736-ton schooner, Emma C. 
H u tc h in so n , w hich was abandoned due to age in 1913, the 273-ton scow , F red J. 
Dunford, which w as abandoned due to condition in 1911, the 341-ton schooner, America, 
the steam er, M ocking Bird, o f  142 tons, the 349-lon schooner, Pulaski, and the tug, 
Saginaw , o f  350 tons; in 1874, the 334-ton schooner, M ary Lyon, the 332-ton schooner, 
Jennie M athews, the 776-ton schooner, Edward Kelly, which stranded and broke up near 
Port Colbom e on Lake Erie in late 1911, the 52-ton steamer, Mary, the steamer, Crusader, 
o f  198 tons, which burned at the Sault in 1894, and the barge, Belknap, o f 46.21 tons, 
w hich sank and was abandoned in the East Passage o f the Snye R iver on A ugust 1,
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191649; in 1875, the schooner, Lizzie A. Law, o f  747 tons, which sank in a collision o ff 
Point Pelee in 1893, the 328-ton schooner, Frank C. Leighton, w hich was scrapped in 
1909, and the sloop, Belle Stevens, o f 88 tons; in 1876, the schooner, Essex, o f  25 tons; 
in 1877, the tug, R ed  Ribbon, o f  20 tons; in 1878, the 282-ton steam er, Saginaw , and 
the 74-ton schooner, Hanna M oore, lost in Lake M ichigan in 1894; in 1880, the 14-ton 
scow, Ernest, the 111-ton scow, Aunt Ruth, the schooner, Home, o f  125 tons, the 176-ton 
schooner, R, J, Gibbs, which foundered o ff  Bar Point in western Lake Erie in 1893, and 
the 203-ton propcllor, M ackinaw, which burned on Lake Huron in 1890; in 1881, the 13- 
ton schooner, Ed Volley, the schooner, Jerem iah Godfrey, o f  653 tons, and the steam er, 
City o f  Stiles, o f  98 tons; in 1882, the 23-ton sloop, O scar Wilde, the 13-ton schooner,
H. A. Benson, the I5-lon scow, George Davis, and the 199-ton steamer, O m ar D. Conger, 
which exploded in the St. C lair River in 1922; in 1884, the scow, Tinker, o f  eight tons; in 
1885, the 760-ton schooner, H om er Alverson, w hich sank in the St. Law rence R iver in 
1898; in 1886, the 20-ton scow, L. B. Forester, and the 277-ton schooner, E. B. Palmer, 
which was wrecked in Lake Huron in 1893; in 1890, the steamer, D. N. Runnels, o f  83 
tons; in 1891, the steam er, O. O. Carpenter, o f 364 tons, which was scuttled o ff the East 
C oast in 1931; in 1892 , the steam er, D esm ond , o f  456 tons, w hich sank in a Lake 
M ichigan storm  o ff Chicago in 1917 with the loss o f all seven hands; in 1893, the 91-ton 
steam er, C. D. Thompson, the 536-ton steam er, Lloyd  S. Porter, w hich sank in the St. 
Law rence R iver in 1898, the 84-ton steam er, W. G. Harrow, and the steam er, H. E . 
Runnels, o f 862 tons, which was driven ashore and destroyed at Grand M arais, M ichigan 
in Lake Superior in 1919; in 1894, the steam er, C. L. Boynton, o f  103 tons; in 1895, the 
27-ton steam er, F. J. Haynes, the 89-ton steam er, B. B. Inman, and the steam er, Linden, 
o f  894 tons, which was destroyed by fire at Tawas City, M ichigan in 1923, and scrapped 
in 1930; in 1896, the 60-ton steamer, Fred A. Lee, w hich was lost w ith five lives in Lake
4yA!nn Mann. "Wullaceburg Shipping Register, 1879 to present." Unpublished document, circa 1985.
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Huron in 1936, the 47-ton steam er, Jam es T. Martin, and the steam er. Vigilant, o f 372 
tons; in 1897, the steam er. Black Rock, o f 1,646 tons, which was scrapped on the Bast 
C oast in 1925; and in 1898, the 99-ton steamer, W. G. Mason.
In the 1800’s, 92 sail-pow ered and 114 steam -powered comm ercial vessels were 
constructed at Marine City:
In 1824, the 27-ton schooner, Sam Ward, and the 28-ton schooner, St. Clair, 
w hich sank in 1855; in 1825, the schooner, Isaac E. Pomeroy, o f 54 tons; in 1827, (he 
schooner, G ram pus, o f  30 tons; in 1830, the 73-ton schooner. M arshal Ney, and the 
schooner, Albatross, o f 20 tons; in 1833, the 65-ton schooner, Elizabeth Ward, which 
capsized in 1845; in 1835, the schooner, G eneral H arrison, o f  115 tons; in 1838, the 
schooner, Trader, o f  19 tons; in 1839 , the 147-ton steam boat, H uron , which was 
dism antled in 1848, the 29-ton schooner, Eagle, and the 350-ton steamboat, Detroit, which 
sank in Saginaw Bay after a collision with the N ucleus  in 1854; in 1842, the 67-Ion 
schooner, Vermont, which was lost o ff Grand Haven in Lake M ichigan in 1855; in 1843, 
the steam boat, Champion, o f 266 tons; in 1845, the 7 8 1-ton steam boat, Oregon, which 
burned at Chicago in 1849; in 1846, the 352-lon steam boat, D etroit, and the schooner, 
M ary Ann Larned, o f  79 tons; in 1847, the 433-ton schooner, Sam uel Ward, which was 
converted to a barge; in 1848, the 192-ton steamboat, Franklin Moore, which was broken 
up in 1862, and the 462-ton steamboat, Pacific, which was lost in Lake Michigan in 1867; 
in 1849, the 1,155-ton steam boat, Atlantic, which sank in a collision with the propeller, 
Ogdensburg, at Long Point in Lake Erie in 1852 with the loss o f 250 lives; in 1850, the 
1,052-ton steam boat, Ocean, which was converted to a barge in 1857; in 1851, the 251- 
ton steam boat, Pearl, w hich was broken up in 1869, the 2 5 1-ton steamboat, Ruby, which 
w as broken up in 1865, the 861-ton steam boat, A rctic , which was stranded in Lake 
Superior in 1860, and the 921-ton steamboat, Caspian, which was wrecked at Cleveland in
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1852; in 1852, the 574-ton steam boat, Cleveland, which was wrecked in Lake Superior in
1864, the 603-lon steamboat, Traveller, which burned at Eagle Harbor, Lake Superior, in
1865, and the steamboat, Huron, o f  348 tons; in 1853, the 665-ton propeller, Challenge, 
the 942-ton steamer, E. K. Collins, which burned at M alden on the Detroit R iver in 1854 
with the loss o f 23 lives, but was eventually raised and made into the A rk; in 1854, the 
284-ton schooner, Forester, the 254-ton steamer, R. R. Elliott, and the 503-ton steam er, 
Forester, which was converted to a barge in 1865 and lost in 1869; in 1855, the 462-ton 
steamboat, Forest Queen, the 1,164-ton steamboat, Planet, which was converted to a barge 
in 1866 and renamed Northwest, and which was lost in a collision on Lake Erie, the 442- 
ton propeller, M ary Stewart, w hich was wrecked at Grand H aven on Lake M ichigan in
1866, the 327-ton schooner, C olonel Cook, w hich stranded in 1894, the 411-ton 
schooner, Torrent, w hich sank near Port Stanley, Lake Erie, in 1863, and the 482-ton 
barque, Pacific, which sank that same year; in 1856, the 452-ton schooner, W yandotte, 
the 925-ton steam er, M ontgom ery, the 50-ton steam boat, Gem, and the 426-ton barque, 
M arquette , which sank in a collision in Lake M ichigan in 1862; in 1857, the 102-ton 
scow-schooncr, Forest, and the 308-ton barge, Ark, which was w recked in Lake Huron in 
1866; in 1858, the 422-ton steam boat, Gazelle, which was wrecked at Eagle Harbor, Lake 
Superior, in 1860, with all hands except the wheelsm an; in 1859, the 535-ton steam boat, 
Sea Bird, which burned in Lake M ichigan in 1868 with the loss o f  72 lives; in 1860, the 
146-ton schooner, John Rice, and the steam er, Comet, o f  385 tons; in 1861, the 600-ton 
steam er, Antelope, which foundered in 1897, and 198-ton scow schooner, William Kelly, 
and the scow schooner, R. N. Brown, o f 236 tons; in 1862, the 36-ton steam er, Sea Gull, 
the 378-ton schooner, E. Kanter, the 410-ton schooner, Yankee, the 369-ton propeller, 
Waterwitch, which foundered in 1863 in Lake Huron with the loss o f  28 lives, the 715-ton 
propeller, B. F. Wade, and the scow , F orest M aid, o f  60 tons; in 1863, the 270-ton 
schooner, Otter, w hich was w recked near Sturgeon Bay in 1895, the 602-ton schooner, 
S tephen  C lem ent, the 278-ton schooner, G eorge W. Bissell, the 451-ton schooner,
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Favorite, and 378-ton schooner, Saginaw, and the schooner, Frances Adah, o f  62 tons; in 
1864 , the 153-ton steam er, Wtove, the 193-ton brig, St. Joseph, the 199-ton scow. 
Eureka, and the tug, M ayflower, o f 127 tons; in 1865, the 150-ton steam er. Trader, which 
exploded in 1866 with the loss o f three lives, the 98-ton propeller, C ../. Clark, the 187-ton 
schooner, Carrier, and the tug, George N. Brady, o f 165 tons; in 1866, the 59-lon scow, 
Lizzie Bell, which was lost on Lake Ontario, the 68-ton steam er. R iver Queen, which 
burned in 1868, the 277-ton schooner, Sophia J. Luff, the 2! 2-ton steam er, S(dina, which 
burned at St. C lair in 1896, the 235-ton steam er, East Saginaw, which was lost in Lake 
H uron in 1883, the 369-ton bark, F. M orell, the 267-ton steam er, M arine City, which 
burned  on Lake H uron, the 259-ton steam er, W. R. Clinton, the 635-ton steam er, 
Kew eenaw , the 707-ton steam er, Saginaw, which was condemned in 1910, the 617-ton 
steam er, Alpena, and the schooner, Kewanaw, o f  493 tons; in 1867, the 152-ton tug, M.
I. M iles, the 298-ton schooner, Tailor, the 262-ton steam er, Bay City, which burned in 
1891, the 280-ton steam er, J. S. Estahrook, the 238-ton schooner, S. Gardner, the 384- 
ton schooner, G uiding Star, which was abandoned in 1892, and the schooner, W illiam  
B rake, o f  318 tons; in 1868, the 258-ton steam er, D. F. Rose, the 265-ton schooner, 
F lorence Lester, which was lost in 1889, the 208-ton steam er, William Cowie, which 
burned at Cheboygan, M ichigan, in 1890, the 131-ton steam er, George S. Frost, which 
burned in Lake Erie in 1879, the 560-ton schooner, Francis Palms, which sank in Lake 
M ichigan in 1889, the 909-ton steam er, St. Paul, which burned on Lake Superior, the 122- 
ton schooner, W illiam E. Barnes, and the schooner, 77. P. M erry, o f  170 tons; in 1869, 
the 354-ton schooner, A. Gehhart, the 376-ton schooner, Edw ard Dean, and the 268-ton 
schooner, Keepsake, which foundered in Lake Eric in 1898; in 1870, the 378-ton steamer, 
P. H . B irckhead, w hich burned at A lpena, M ichigan, on Lake H uron, the 332-ton 
schooner, C. H. Johnson, which was wrecked in 1895, the 544-ton steam er, M ilton D. 
Ward, and the 867-ton propeller, Coburn, which sank in 1871 in Saginaw Bay with the 
loss o f  32 lives; in 1871, the 356-ton steam er, Annie Laura, which burned on the St. C lair
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River in 1922, the 38-ton scow, L. C. Lam ed, the 412-ton schooner, Katie Brainard, the 
462-ton schooner, Dayton, the 75-ton steam er, Carrie H. Blood, the 429-ton schooner, 
Emma A. Mayes, the 280-lon steamer, George W. Wesley, the 302-ton steam er, D. W. 
Powers, the 257-ton steamer, Porter Chamberlin, the 1,214-ton steam er, Northerner, and 
the ten-ton steam er. Rose; in 1872, the 480-ton schooner, Troy, the 362-ton schooner, C. 
L. Young, the 412-ton steam er, Tempest, the 339-ton steam er, Robert Holland, the 473- 
lon schooner, P la n e t, and the scow, S u n n y s id e , o f 35 tons; in 1 8 7 3 , the 306-ton 
schooner, Charles Spademan, which was sunk by ice in Lake Erie in late 1909, the 770-ton 
steam er, Jarvis Lord, which sank in Lake M ichigan in 1885, the 897-ton schooner, J. H. 
Rutter, w hich ended her days on the A tlantic coast, the 324-ton schooner, Charles H. 
Weeks, w hich sank in a storm at the m outh o f the St. C lair R iver in 1889, the 400-ton 
schooner, Elma, which was wrecked in Lake Superior in 1895 with the loss o f  one life, the 
400-lon schooner, Hattie, the 567-ton schooner, Nellie Gardner, w hich was w recked in 
T hunder Bay in 1883, and the 1,072-ton steam er, M inneapolis, w hich was lost in Lake 
M ichigan; in 1874, the 532-ton steamer, George King, the 260-ton steam er, Abercorn, the 
1,100-ton steam er, City o f  Duluth, the 980-ton steam er, N. K. Fairbank, w hich burned in
1895, and the steam er, V. H. Ketchum, o f  1,660 tons; in 1875, the 337-ton steam er, 
Gladys, the 263-ton steamer, Germania, the 80-ton steam er, City o f  N ew  Baltimore, and 
the 290-ton propeller, Northern Belle, which burned on Lake Huron in 1898; in 1877, the 
371-ton schooner, Bay City, which burned at D etroit in 1891; in 1 879 , the 55-ton 
schooner, Agnes, the 521-ton steamer, Jam es P. Donaldson, the 869-ton steam er, M orley, 
which had its nam ed changed to G rand Traverse and sank in a collision in Lake Erie in
1896, the eight-ton schooner, Centennial, and the 91-ton steamer, Isle Royale, which sank 
in 1885; in 1880, the 629-ton schooner, Grace Holland, and the 756-ton propeller, A. L. 
H opkins, which foundered in 1911; in 1881, the 564-ton schooner, N elson C. Holland, 
the 410-ton schooner, M innie E. Orton, the 548-ton schooner, Isabel Reed, the 594-ton 
schooner, Teutonia, the 865-ton steamer, Kate Butteroni, which underwent a nam e change
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
to Falcon, and stranded in 1909, the 548-ton schooner, T. S. Fassett, the 186-ton steam er. 
R. J. Gordon, and the 548-ton steamer, SylvanusJ. Macy, which was lost in Lake Erie; in 
1882 , the 170-ton steam er, M ary, the 400-ton schooner, G. K. Jackson, the 44-lon 
schooner, R. H. Brown, the 891-ton s team er,./. M. Osborn, which sank in a collision in 
1884 near Owen Sound, Ontario, and the steamer, C. F. Curtis, o f  502 tons; in 1883, the 
435-ton schooner, J. R. Edwards, the 434-ton schooner, William A. Young, the 739-lon 
schooner, Plymouth, the 136-ton steamer, Pickup, the 522-ton schooner, J. IV. Wcstcott, 
and the stteam er, E dw ard Smith, o f  523 tons; in 1884, the 212-ton steam er, M. Sicken, 
and the 38-ton steam er, C. W. Wells, which burned at Am erhcrstburg on the Detroit River 
in 1897; in 1885, the 1,457-ton steam er, N ew Orleans, the 88-ton steam er, Roy, which 
was crushed by ice in 1895, and the steamer, Alice May, o f 27 tons; in 1886, the 76-ton 
steam er, H arry Cottrell, which foundered in 1897; in 1887, the steam er, Louisiana, of 
1,753 tons; in 1888, the 1,478-ton steamer, W. B. M orley, the 228-ton steam er, M iam i, 
and the steam er, Pawnee, o f  639 tons; in 1889, the 684-ton schooner, Toltec, the 834-ton 
steam er, Aztec, the 964-ton steam er, P. J. Ralph, the 1,304-lon steam er, Cherokee, and 
the propeller, Italia, o f  2,036 tons; in 1890, the 260-ton steam er. Tempest, the 906-ton 
steam er, New aygo, which burned on Georgian Bay, the 1,290-lon schooner, Chippewa, 
the 770-ton schooner, Miztec, the 811-ton schooner, Zapotec, and 1,437-ton steam er, St. 
Law rence, and the steam er, F. W. Fletcher, o f 495 tons; in 1891, the 974-lon steam er, 
John J. Hill, which w ent to the Atlantic Ocean; in 1892, the 300-lon steam er, H arvey J. 
Kendall, the 1,469-ton steam er, Iroquois, and the schooner, A lex Anderson, 738 tons; in 
1 8 9 3 , the 886-ton steam er, W otan, the 982-ton steam er, Santa  M aria, the 712-ton 
schooner, M ingo, and the steam er, M ohegan, o f 1,216 tons; in 1894, the 1,324 schooner, 
Biwabik, and the steam er, Unique, o f 381 tons; in 1895, the steamer, George Farwell, o f 
977 tons; in 1896, the schooner, Connely Bros., o f  751 tons; in 1898, the steam er, \saac  
Lincoln, o f  376 tons; and in 1899, the steam er M aud, o f 98 tons, which burned on the St. 
C lair R iver in 1917.
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Fn the 1800's, 32 sail-powered and 17 steam -pow ered com m ercial vessels were 
constructed at St. Clair, Michigan:
In 1825, the schooner, G rand Turk, which was lost in Lake M ichigan in 1869, 
and the schooner, Pilot, o f 34 tons; in 1828, the sloop, Betsey, o f 24 tons; in 1834, the 
schooner, Esther, o f  45 tons; in 1838, the schooner, M ink, o f  25 tons, in 1842, the 101- 
ton schooner, Uncle Tom, which was wrecked in Lake Erie in 1848; in 1846, the 279-ton 
propeller, Goliath, which was wrecked in 1848 with the loss o f  18 lives; in 1848, the 
1,691-ton steamer, Empire State, which was converted to a dry dock at Buffalo in 1858; in 
1849, the 270-ton brig, F. C. Clark, which was wrecked at M anitowoc on Lake M ichigan 
in 1856; in 1853, the 43-ton steamer, Traffic, which was w recked in 1868; in 1855, the 
161-ton schooner, E. K. Gilbert, which sank in Lake Erie in 1868; in 1857, the 20-ton 
schooner, T w iligh t, w hich was lost in Lake O ntario in 1859; in 1858 , the 118-ton 
schooner, H. B. Steele, which was wrecked in Lake M ichigan in 1870, and the 54-ton 
schooner, Island City, which sank with the loss o f two lives in Lake M ichigan in 1894; in 
1862, the 26-ton schooner, Hazzard, and the schooner, M argaret R. Goffe, o f  278 tons; 
in 1863, the schooner, M aid o f  the Mist, o f  145 tons; in 1864, the bark, H em isphere, o f 
397 tons; in 1865, the 59-ton scow, Liberty, and the scow, M ary Amelia, also o f 99 tons; 
in 1867, the 243-ton schooner Am oskeag, renamed the Horace L. Taber  in 1883, and 
wrecked in a storm on Lake Ontario near Kingston in 1922; in 1869, the scow, Growler, 
o f  ten tons; in 1870, the schooner, A gnes L. Potter, o f  279 tons; in 1871, the sloop, 
M yrtle, o f  13 tons; in 1873, the 12-ton steam er, M ilton Courtright,, which burned to a 
total loss on the St. C lair River the sam e year the vessel was launched, and the 757-ton 
steam er, D. M. Wilson, which foundered in Lake Huron in 1894; in 1874, the 16-ton 
scow . Light Guard, and the steamer, Chauncy Hurlburt, o f 1,009 tons; in 1875, the 458- 
ton schooner, Justin R. Whiting, and the schooner, John W. H anaford, o f 326 tons; in
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1878, the steam er, Oscoda, o f 529 tons: in 1880, the schooner, M elbourne, o f  510 tons; 
in 1881, the 628-ton steamer, Ogemaw, which burned on the St. C lair River in 1922, and 
the schooner, Rambler, o f 26 tons; in 1882, the 16-ton steam er. Transfer, the 1,090-ton 
steam er, D. C. Whitney, and the schooner, W ayne, o f 965 tons; in 1883, the schooner, 
Nipigon, o f 626 tons; in 1884, the schooner, Kalkaska, of 555 tons; in 1885, the scow, 
Tyler, o f  28 tons; in 1886, the steam er, Sim on Langell, o f 845 tons; in 1887, the 1,941- 
ton steam er, Kaliyuga, which was lost with all hands in Saginaw Bay in 1907; in 1888, 
the 1,163-ton schooner, Fontana, which sank in a collision on the St. C lair River in 1900, 
and the schooner, A renac, o f 521 tons; in 1889, the 823-ton steam er, O scar T. Flint, 
which burned in Lake Huron, near Alpena, in 1909; in 1890, the steam er, Langell Hoys, 
o f 387 tons; in 1892, the 54-ton steamer, Penelope, which burned in Lake Eric in 1909; 
and, in 1894, the steamer, Welcome, o f  212 tons.
On the Canadian side o f  the St. C lair River, the production num bers pale by 
com parison  to the United Stales. M ost o f  the shipbuilding focused on the town of 
W allaceburg, w here there were constructed, in 1862, the large, 135-foot-long schooner, 
M innie Williams, o f 359 tons, and the 138-fool schooncr-bargc, Selkirk, which remained 
active until abandoned in 1908; in 1863, the 190-ton scow, Fenton, with a length o f I I I '  
4", the 64-ton scow, Oriental, and the 92-foot scow, John Brace, o f 107 tons; in 1864, 
the 80-foot scow , B randyw ine, o f  61 tons, and the scow, C om m erce, o f 106 tons; in 
1865, the 126-foot, two-masted schooner, Serepta, which becam e the M ary Everett in 
1880, and w as converted to a three-masted schooner in 1887, but sank in Lake Ontario on 
N ovem ber 18, 1903; in 1866, the 62-foot scow, Faith, o f 47 tons;50 in 1867, the 117- 
foot paddlewheel steamer, Dominion, which burned near Chatham, Ontario, in the summer
50"List of Vessels on (he Registry Books of the Dominion of Canada, 1874." (Ottawa: Ministry of Marine 
and Fisheries, 1875): pages not numbered.
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
4 2
o f 1875,51 and the 40-ton scow, Flam ingo, m easuring alm ost 65 feet in length;52 in 
1868, the 54-foot, 3 1-ton tug, Shamrock, renam ed R eindeer  in 1871, burned to a total 
loss in 1875;53 in 1869, the 97-fool, 136-ton steam er, P. E. M cKerral, w hich burned in 
September, 1878, at Col ling wood,54 and the 35-ton steamer, Reindeer, with a length o f 72 
feel;55 in 1870, the small, 22.26-ton steam er, J. B. Newman, built by Isaac Dolson, and 
dism antled in 1891, and the 90-foot-Iong propeller-driven steam er, A lexander Watson, 
which burned to a total loss on the St. C lair River a year later56; in 1871, the 86-foot, 119- 
ton steamer, Coral, which foundered in 1887 on Lake Huron;57 in 1872, the 36-ton steam  
barge, W. S. Ireland, built by Captain Steinhoff and broken up 37 years later; in 1873, the 
sm all, 17-ton paddlew hcel steam er, J. B. Newman, with a length o f 60 feet;58 in 1874, 
the 312-ton, 123-foot steam er, J. W. Steinhoff, w hich was broken up in 1909 after 35 
years o f  service;59 in 1875, the 16.78-ton steam  tug, H arry Sewell, w hich sank at the 
sugar com pany slip in W allaceburg on December 16, 1907; in 1876, the 59.34-ton sailing 
vessel, Eddy, w hich w recked on Lake E rie in late 1893; in 1877 , by John Lee, the 
diminutive 1.48-lon steam  tug, Dodger, which was broken up in the St. C lair Flats thirteen 
years later; in 1 8 7 8 , the sail barge, K ent, o f 73.93 tons, launched on June 1 and 
abandoned in 1885; in 1880, the 31.10-ton steam tug, William F. M cRae, built by W . J. 
M cDonnell and dism antled at Sorel, Quebec, 43 years later, and the four-and-a-half ton
51 John M. Milts. Canadian Coastal and Inland Steam Vessels, 1809-1930. (Providence, Rhode Island: The 
Sfnm ship Historical Society of America, Inc., 1979): 35.
52"Usl of Vessels... 1874," op. cit.
53Mills, op. cit., 110.
541bi<l„ 90.
55"Lisl of Vessels... 1874," op. cit.
56Cris Kohl. Shipwreck Tales: The St. Clair River (to 1900), (Chatham, Ontario: published by Cris Kohl, 
1987): 63.
51 Ibid. 31.
58"Lisl of Vessels... 1874." op. cit.
59Kohl. Shipwreck Tates: The St. Clair River (to 1900). op. cit., 60.
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steam  tug, Uncle John, built by W illiam  McDonnell, owned by W illiam  C. Lee, mastered 
by Daniel Huff, and broken up in 1894; in 1881, the W illiam  M cDonnell-built sailing 
ship, M innie, o f 63.35 tons, the 78.84-ton sail barge. Endeavour, built by W illiam  Taylor 
and dism antled at Am herstburg only six years later, and the sailing ship. G ondola, o f
91.06 tons; in 1882, the large, 168.86-ton steam er, Byron Trericc, built by W illiam  R. 
Peck and burned at Leamington, Ontario, in December, 1893, and the steamer, Beatrice, of
45.06 tons, built by W illiam  M cDonnell and burned four scant years later at Port Stanley 
on Lake Erie on July 15, 1886; in 1883, the steam er o f  70 tons. Energy, built by W illiam 
T aylor and dism antled at Am herstburg on January 12, 1915, and the sailing ship, Collina, 
o f  62.09 tons, built by Fred Harris, but burned on Lake St. C lair in 1891; in 1884, the 
sailing ship and tow barge, Rover, built by W illiam  T aylor and sunk at M arine City, 
M ichigan, twenty years later, the small, 18-ton steam tug, Grace Darling, built by W illiam 
T ay lo r and dism antled in 1902, and the steam er, A. T. Kelly, o f 26.32 tons, built by 
W illiam  M cDonnell and burned only a year later on the St. C lair River on N ovem ber 14, 
1885; in 1885, the steam er, Ariadne, o f  36 tons, built by W illiam  M cDonnell, but which 
was beached and abandoned at Point Pelee, Lake Eric, on N ovem ber 23, 1916, and the 
steam er, Juno, o f  210 tons and 140-foot length, which was abandoned as a breakwall near 
Cobourg, Ontario, in 1914, in Lake Ontario;60 in 1887, the tow barge o f 63.91 tons, built 
by W illiam  M cDonnell and nam ed the Active, but which becam e inactive when she was 
b roken  up in 1909, and the A rbu tus, a steam er o f  33 .65  tons built by W illiam  
M cD o n n e ll;61 in 1888 , the 52-ton, 61-foot steam  lug, John Lee Sr., which burned in 
A ugust, 1913, at Port M cN ichol, Ontario, after having been lengthened to 86 feet in 
1896.62
60Cris Kohl. Dive Ontario! (Chatham, Ontario: published by Cris Kohl, 1990): 63.
61 Kohl, Shipwreck Tales: The St. Clair River (to 1900), op. cit.
62M ills, op. cit., 63.
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At Sarnia were built the 200-ton brigantine, Christina, in 1846; the 180-ton, three 
m asted schooner, Globe, in 1847; the 198-ton schooner, Christiana, the 300-ton, three- 
masted schooner, Sinbad, and the 60-ton scow-schooner, Sarnia, in 1848; the 200-ton, 
three-m asted schooner, C. C. C., and the 165-ton schooner, Lochiel, in 1853; the 134- 
foot steam er, Colonist, o f 341 tons, in 1854, but wrecked near the Straits o f  M ackinac in 
N ovem ber, 1869; in 1859, the 154-foot steam er, M ichigan, which was rebuilt as a barge 
in 1884; in 1861, the 123-ton schooner, Garabaldi, bearing a length o f  ju st over 95 feet; in 
1864, the paddlcwheel steam er, W. J. Spicer, m easuring 154 feet in length; in 1865, the 
43-loo t, 16-ton pocket schooner, M ary ; in 1866, the small schooner, M ina, m easuring 
slightly over 50 feet in length, registering 33 tons; in 1870, the schooner, Adm iral, with a 
length o f  60 feel; in 1873, the 138-foot schooner, W aw anosh, o f  370 tons, which was 
darivcn ashore and destroyed on D ecem ber 6, 1906; in 1875, the huge Huron, a 239-foot 
steam er; in 1881, the 126-foot steam er, Wales, which was abandoned in 1904; in 1882, 
the steamer, United Empire, measuring 253 feet in length, but which, renamed the Saronic, 
burned at Cockburn Island in August, 1916 and was rebuilt as a barge;63 and in 1890, the 
2,017-ton, 240-foot steam er, M onarch, which was lost at Isle Royale in Lake Superior in 
late 1906.
At W ilkesport, Ontario, ju st south o f  Sarnia, were built, in 1862, the scow, Kent, 
measuring 90 feet in length and 102 tons, and the 97-foot scow, Lady Samson, o f 85 tons, 
in 1 8 7 3 .64
At Som bra, Ontario, were constructed, in 1858, the 28-ton schooner, Lucks-all, 
m easuring alm ost 57 feet in length, in 1867, the 90-foot scow , Echo, o f  110 tons, in
(*!bul., 120.
64"List of Vessels... 1874," op. cit.
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1869, the 56-foot scow, P hilam ine, o f  32 tons,6* and, in 1871, the 85-loot steam er, 
Elijah Windsor, which foundered near Port Huron tiiirty years later,w’
At Port Lam bton were built, in 1872, by Jam es D. M cNulty, the steam  barge. 
Messenger, o f  11.87 tons, and which was dismantled in May, 1900, and the 68-loot scow, 
Cham pion, o f  36 tons; in 1873, the 52-ton scow, Samson, with a length o f 81 feel, and 
the 72-foot scow, Etta, o f 49 tons;67 and, in 1875, the sailing ship, Relief, o f  49.66 tons, 
launched on July 20.
A t W alpole Island, the 90-foot-long steam er, Ada E. Allen, slid down the 
launchram p in 1872, but burned at Amherstburg, Ontario, in September, 1887.6S
T he nineteenth century m aritim e losses in the St. C lair River deserve a brief 
examination. O f the 116 commercial vessel sinkings where a cause could be ascertained, 46 
involved sailing or towed vessels, while 70 related to steam-driven ships. It is no surprise 
that only three o f the sailing or towed vessels burned in a fiery demise, since they did not 
utilize engines or boilers that required fire power. On the other hand, 34, or nearly half, of 
the steam -driven vessels that ended their histories on the St. Clair River did so by burning. 
Sim ilarly, no sail or towed vessel exploded, whereas five o f the steam-powered ships sank 
after the pressure in their boilers becam e too great, causing explosions. W ith the high 
volum e o f m aritim e traffic and the narrow nature o f the St. C lair River, it is not surprising 
that 19 sailing or towed vessels sank in collisions, and that 16 of the powered ships sank 
that way. Eighteen o f the sailed or towed vessels sank because their hulls leaked, indicative
G5Ibid.
66MilIs, op., cit., 38.
67"List o f Vessels... 1874," op. cit.
68/Wc/., 4.
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o f advancing vessel age, poor construction, or poor m aintenance; eleven o f  the steam - 
powered ships sank when their hulls sprang leaks. Finally, in the 180Q’s, three com m ercial 
sailing vessels were abandoned along the shores o f  the St. C lair R iver due to age and 
condition, whereas only one steam er m et that fate, statistics which are indicative o f  the 
fading age o f  w ind-powered w ater transportation, and an em phasis on m aintaining and 
improving artificially and independently created power sources at the turn o f the century.69
In the tw entieth century, shipbuilding along the shores o f  the St. C lair R iver 
declined dramatically from that o f the previous century. M uch larger vessels slid down the 
launchram ps than ever before, and because their sizes had incredibly increased, their 
numbers proportionately decreased. The transition was com plete in the twentieth century, 
when wood as a sh ipbu ild ing  m aterial w as rep laced  by steel. E xpansive forests 
conveniently situated for vessel construction had once solidly covered the St. C lair R iver 
area, but raw materials for building steel ships were absent here, and had to be transported 
to the shipyards at considerable expense.
Proportionately fewer, but inversely larger, vessels w ere constructed in the St. 
Clair River region in the twentieth century:
At Port Huron, in 1900, were built the 2,402-ton steam er, Ravenscraig, the 4,719- 
ton steam er. Captain Thom as Wilson, and the 992-ton steam er, Charles S, N eff; in 1901, 
the 2,183-ton steamer, Kennebec, and the 4,719-ton steam er, Henry Steinbrenner, w hich 
sank in a collision in 1909; in 1902, the 2,182-ton steam er, K anaw ha, the 4 ,731-ton 
steam er, John B. Cowle, which sank in a collision in 1909 with the loss o f  15 lives, and 
the steam er. Hyacinth, o f  677 tons; in 1903, the ill-fated steam er, Eastland, o f  1,961 tons,
69Kohl. Shipwreck Tales: The St. Clair River (to 1900), op. cit. Statistics were compiled from material 
throughout the book.
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which caused the greatest single loss o f life maritime disaster on the Great Lakes when it 
capsized in Chicago harbour in 1915, killing 812 people, and the steamer, F. B. Squire, of 
4,583 tons; in 1907, the 510-ton barge, A lfred  E. Hunt, and the 160-ton scow, C uilene  
R hu.
Built at St. Clair, M ichigan, in 1900, was the steam er, A lfred  M itchell, o f  1,7 5 1 
tons; in 1903, the 1,090-ton steam er, W innebago, and the 1,244-ton steam er, John C. 
Howard, both vessels ultimately lost in the Pacific Ocean; in 1905, the 4,978-ton steamer, 
G eorge H, Russell, and the steam er, Frank J. Hccker, o f  4,978 tons, and w hich was 
scrapped in 1961; in 1906, the steam er, Ashtabula, of 2,690 tons; in 1907, the 4,478-ton 
steam er, John M itchell, and the steam er, William B. Davock, o f  4,468 tons, which sank in 
Lake M ichigan w ith all hands in a 1940 storm; in 1908, the steam er, Normania, o f 4 ,8 7 1 
tons and the steam er, Adam  E. Cornelius, o f  4 ,900 tons; in 1909, the 3,849-lon steamer, 
N orth Star, and the steam er, N orth Lake, o f  3,861 tons; in 1910, the 6,077-ton steamer, 
H arry Yates, and the steam er, Theodore H. Wickwire, Jr., o f 6,077 tons.
The M arine City yards built even few er ships: in 1900, the steam er, A lva C. 
Chisholm , Jr., o f  435 tons, w hich was scuttled in Lake Erie in 1937; in 1902, the 
steam er, Edw ard P. Recor, o f 368 tons; in 1906, the seven-ton steam er, G as Gem; in 
1909, the 44-ton barge, K enyon, and the barge, Ruth, o f 14 tons; in 1913, the steam er, 
W elcome; in 1918, the M cLouth shipbuilding yards contracted to build nine tugboats for 
the U nited States Shipping B oard, probably for the w ar effort, but only three were 
launched, none was completed, and six were not even started, presum ably because the war 
ended by year's end. O f the three that w ere launched as bare hulls, one was sold to 
Canadian interests (hull num ber 2415, tentatively named the Sea farer  before being sold) 
and tw o (hulls num ber 2416 and 2417, tentatively nam ed A d v en tu re  and P ro tec to r  
respectively) w ere m ade into barges, Peerless No. /  and P eerless No. 2. N um erous
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rebuilds o f existing, aging vessels kept the M arine City builders solvent between 1919 and 
1921.7°
In 1878, Canada had actually ranked fourth among the shipow ning nations o f the 
world,71 buoyed largely by the success o f the Cunard transoceanic service established on 
the east coast. Great Lakes vessel construction played a significant role in Canada's rise to 
that global position. However, in the final decades o f  the nineteenth century, Canada fell 
behind in shipping and shipbuilding participation, mainly due to a failure to keep up with 
technology and education. Steel and engineering skills, which Canada lacked, becam e vital 
for a successful shipbuilding industry by the turn o f the century.
Consequently, vessel construction on the Canadian side o f  the St. C lair R iver in the 
twentieth century was considerably more modest than on the United States side: the 122- 
foot oak-hulled bulk freight steam er, D. A. Gordon, was launched at W allaceburg in 
1902, but fire destroyed it there on April 20, 1909, the 8 1-foot steam er, E arl Bess, was 
built at W allaceburg in 1904, but was dism antled in 1949,72 w hile the 105-foot tug, 
Sarnia City, was launched at Sarnia in 1909, only to be relocated to N ew foundland in 
1941.73 The 99-lon tug, Jean Fraser, was launched at W allaceburg in 1926, only to be 
broken up 25 years later.74
Although it enjoyed dizzying heights o f  success in the 1800's, particularly on the 
United Slates side o f  the border, commercial shipbuilding as a St. C lair R iver activity died 
out in the early part o f  the twentieth century as the need for larger shipyards and w ider
7°Untitled, undated, and anonymous mimeographed sheet from the Marine City Public Library, listing the 
maritime construction and rebuilding activity in the community in the early twentieth century; acquired 
in 1986.
71 The Canadian Encyclopedia. Second Ed. (Edmonton: Hurtig Publishers, 1988): s.v. shipping industry.
72Mil!s, op. cit., 36.
13 Ibid., 109.
™lhid„ Supplement No. 2, 1983.
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tributary rivers for launching huge sveel ships grew. Places like W yandotte, M ichigan, and 
C leveland, Ohio, became the ideal locations for launchings o f the iwcniielh-century super- 
vessels.
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CHAPTER IV 
Dredging and the Installation of Aids to Navigation
Following W orld W ar II, wrecking and salvage work dropped o ff sharply; by the 
1980's, such work was virtually non-existent. G reat Lakes m arine h istorian , Frank 
Prothcro, quipped in 1987 that, "The fastest way to go bankrupt is to set up a salvage 
company on the Great Lakes."75
Among the causes for the rapid decline in salvage work were the retirement o f many 
older, sm aller ships, the operation o f m ore effective rescue and safety equipm ent and 
vessels by the Coast Guard, and the widespread use o f  modern aids to navigation.
The St. Clair River developed its navigation safety m easures over a gradual length 
o f tim e, dependent upon factors such as increased traffic on the river and im proved 
electronic technology in the areas o f radio, lighting for buoys and lighthouses, and radar. 
Even though shipwrecks and marine disasters reflect some o f the most colourful aspects of 
nautical life, humanity has aimed at developing preventative measures.
The first aid to navigation installed in the St. C lair River area was the Fort Gratiot 
lighthouse, ju st above the river at Port Huron, Michigan. Erected in 1825 and lighted for 
the first time on A ugust 25th that year, this structure was 32 feet tall, w ith an 18-foot 
diam eter at the base and a 9.5-foot diam eter at the crown, w hich was topped by a copper
75Frank Prothero, to the author, at St. Thomas, Ontario, November, 1987.
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dom e equipped with a smoke ventilator and wind vane. The cupola housed ten Lewis 
patent lights and their associated reflectors.76
T his lighthouse, M ichigan 's first, certain ly  proved useful in gu id ing  ships 
dow nbound on Lake Huron to the safety o f  the mouth o f the St. C lair R iver, but its 
haphazard construction spelled its downfall. The building contract called for the lighthouse 
to be constructed o f quarried stone, but the finished product consisted o f beach cobbles 
cem ented together w ith ordinary mortar, which crumbled increasingly with each storm. To 
top it off, the lighthouse sat on a  foundation o f  log timbers! The lighthouse keeper, who 
was paid the sum  o f $350 a year for his services, anticipated the collapse o f this lighthouse, 
built ju s t three years earlier at a cost o f  $6,000, in severe w eather in late Novem ber, 
1828.77
In April, 1829, a contract for the construction o f a new lighthouse for the sum  of 
$4,445 was signed. This structure, placed 400 yards north along the lakeshorc, is still 
standing today.78 W ith a height o f  69 feet and a diam eter o f 25 lcet on the ground, and its 
so lid  b rick  construction on firm  foundation, it was bargain-priced com pared to its 
predecesor. Today, its green light, flashing every six seconds, stands atop the lighthouse at 
a height o f  82 feet above the lake, with a visibility range o f 16 miles.
The northern entrance to the St. C lair River is also marked by a set o f ranges, first 
constructed in 1891 and rebuilt in 1899 and 1916, on the west side o f the river, in this case 
consisting o f  tw o fixed green lights on the Port Huron shore which, when lined up, one 
behind the other, guide vessels into the mouth o f  the river under the Bluewalcr Bridge.7'7
76Bruce Hawkins. "A Miserable Piece of Workmanship." Michigan History, July/Augusl. I9H9, Vol. 73, 
No. 4 :4 1 .
77ibid., 42.
™lbicl.
79Coast Guard Light List, Great Lakes, United States and Canada. (Washington, D.C.: U.S. Government
Printing Office, 1982): 79.
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In 1963, jusl upstream  from the B luew ater Bridge, a red navigation light was 
positioned 29 feet above the water on a white, circular tower, on the east side o f  the 
river.8(1
Besides the north end of the river being marked by an easily noticed light, the south 
entrance would be even more difficult to locate for mariners if  the correct tributary in that 
watery maze were not marked by aids to navigation.
The first o f the important St. Clair Flats lights was established in 1889, one light on 
the north side o f the South Channel, a set o f range lights on Harsen's Island, and another 
set o f  range lights on Russel Island to assist the upbound navigator. In 1913, several more 
lights were established, one on the south end o f the St. Clair Flats Canal pier, another at the 
Southeast Bend light opposite Joe Bedore's wharf, yet another Southeast Bend light at the 
entrance to Little Bassett Channel, and a light on the south side o f  Squirrel Island.81 By 
1913, traversing the St. Clair Flats, even by night, had become a relatively sim ple exercise 
thanks to the installation o f these aids to navigation.
Originally, the St. C lair River emptied into Lake St. C lair through seven principal 
mouths, or passes, and while each o f these passes often afforded good water, especially 
the North, M iddle, and South passes, all were seasonally obstructed by marly and sand 
deposits forming bars in Lake St. Clair, thereby reducing the available depths at the channel 
entrance:: from two to six feet.82 Getting stuck in the Flats was a com m on experience for 
passing craft until late in the 19th century.
The channel ordinarily used by vessels previous to the construction o f the present 
canal was known as the North Channel, and saw im provem ent from 1855 to 1858 to a
S(,//>iW.
76-77.
82Annual Reports o f  the War Department. C hief o f  Engineers, U.S. Army. (W ashington, D.C.: 
Government Printing Office, 1896): 2882.
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depth o f 11 feet. The Secretary o f W ar in 1857 announced som e good news for the St. 
Clair River area:
I have the honor to acknow ledge the receipt of the  resolution 
of the  S en a te ..." th a t the  S ecretary  o f W ar lay before the Senate 
any  ad d itio n a l in fo rm ation  th a t luis been received abou t the St.
C la ir F la ts , and  a copy o f the c h a rt of said  flats, and  to sta te  the 
a m o u n t o f any a d d itio n a l a p p ro p r ia tio n , if  any, th a t may be 
requ ired  Tor said w ork.” **3
T he report was signed by the Secretary o f W ar. the Honorable Jefferson Davis, 
w ho was soon distracted by concerns more vital than the St. Clair River.
The South Channel was also deepened, to a depth of 11 feet in 1858, increased to 
13 feet in 1871, to 16 feet in 1874, and to 20 feet in 1887 84 By the end of the century, this 
was the channel o f choice for commercial vessels.
By the sum m er o f  1893, a double row o f sheet piling had been driven along the 
dike; the decayed wooden superstructure was also replaced. The canal now m aintained a 
minimum depth o f  18 feet.
By the turn o f the century, the canal was bounded on each side by a dike 7,221 feet 
long. These dikes consisted o f tim ber cribs resting upon piles driven into the original 
bottom  o f  the shoal, the crib pockets being filled with material dredged from the channel 
and the crib backed with dredged material.
Rather than describe each bucket o f  mud, marly, and sand that was dredged from 
the St. C lair River, although the details o f  each excavation are quite accessible and the 
temptation is great, I will list the appropriations for improving the St. Clair Flats Canal:
83Senate, 34th Congress, 3d Session. (Washington, D.C.: Government Printing Office, 1857): I.
84Ivan Walton. "Developments on the Great Lakes, 1815-1943." Michigan History Magazine, Winter, 
1943: 121.
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A ugust 30, 1852..................................................................... $20,000
Ju ly  8 , 1856............................................................................... $45,000
Ju n e  23 , 1866 ............................................................................ $80,000
March 2, 1867.................................................................................$150,000
July 25, 1868.....................................................................................$86,000
April 10, 1869.................................................................................$142,560
July 11, 1870.....................................................................................$16,500
M arch 3, 1871.....................................................................................$1 ,500
Ju n e  10, 1872..............................................................................$4 ,000
M arch 3, 1873................................................................................. $100,000
Ju n e  18, 1878 ..............................................................................$5 ,000
March 3, 1879.....................................................................................$3 ,000
Ju n e  14, 1880 ..............................................................................$2 ,500
A ugust5 , 1886...............................................................................$ 1 8 ,7 5 0
A u g u st I I ,  1888..................................................................... $75,000
S ep tem b er 19, 1890................................................................. $ 80 ,00085
These were incredible sum s o f  money for Congress to be spending, indicative of 
the importance o f  not only m aintaining the commercial accessibility o f the St. C lair River 
waterway, but also for improving it to allow increased traffic.
W hat sort o f work was being done on the St. C lair Flats w aterw ay? B esides the 
m ajor expense o f  annual dredging to remove the build-up o f  sand at the m outh o f the 
channel, the operating and care also involved paying someone to do
the ro u tin e  w ork  o f  w atch in g  tra ff ic  th ro u g h  th e  can a l and  
rend ing  w ater gauges....T he pile revetm ent of d ikes w as slightly  
d am ag ed  on se v e ra l occasions by p assin g  vesse ls , a n d  the  
necessary  re p a irs  w ere m ade. O th e r m ino r re p a irs  w ere  m ade, 
such us securing  loose revetm en t tim bers o r p lan k , an d  the  trees 
on the dike were trim m ed .86
^A n n u a l Reports o f the U'«r Department, Chief o f  Engineers, U.S. Army. ...1896. Op. cit.,: 2886.
^ A n n u a l Reports o f the H'or Department, C hief o f  Engineers, U.S. Army. (W ashington. D.C.: 
Government Printing Office. 1901): 3189.
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
55
The 1901 Report o f the C hief o f Engineers, U.S. Army, makes this explosion in 
m arine traffic clear: "For each ton o f  freight then I in 1871, 30 years earlier] passing 
through the canal, we now have at least 14 and possibly 15 llonsj."87
The gradual, but determ ined, increase in tonnage passing through the St. C lair 
River at the turn o f  the century can be seen in this chart:
Year Tons Value
1 8 9 1 ......................................2 2 ,160 ,000 ...................................... n.a.
1 8 9  8 ......................................3 5 ,000 ,000 ...................................... n.a.
189 9 ..................................... 40 ,0 0 0 ,0 0 0 ...................................... n .a.
190 0 ..................................... 4 2 ,0 0 0 ,0 0 0 ...................................... n .a.
1 9 0  1..................................... 48 ,0 0 0 ,0 0 0 ...................................... n .a.
190  2 ..................................... 41 ,7 7 3 ,9 9 8 ...................................... n .a.
190  3 ..................................... 42 ,0 0 0 ,0 0 0 ...................................... n .a.
190  4 ..................................... 3 8 ,044 ,929 ...................................... $403,276,247
1 90  5 ..................................... 51 ,3 5 9 ,0 7 1 ...................................... $483,802,449
1 90  6 ..................................... 6 0 ,589 ,441 ...................................... $629,524,292
1 90  7 ..................................... 6 6 ,271 ,962 ...................................... $648,802,508
1 9 0  8 ..................................... 5 0 ,586 ,560 ...................................... n .a.
190 9 ..................................... 6 2 ,895 ,134 ...................................... n.a.
191  0 ..................................... 6 8 ,965 ,947 ...................................... $723,452,784
1 9 1  1..................................... 6 1 ,498 ,884 ...................................... $684,482,579
1 91  2 ..................................... 7 2 ,871 ,432 ...................................... $795,756,037
1 91  3 ..................................... 7 8 ,8 5 7 ,4 9 2 ...................................... $856,392,403
191 4 ..................................... 63 ,799 ,286 ...................................... $ 7 3 1,139,818
1 91  5 ..................................... 76 ,990 ,239 ...................................... $953,139,159
1 91  6 ..................................... 95 ,370 ,752 ..................................... $ 1,010,929,971
191  7 ..................................... 88 ,738 ,438 ..................................... $1 ,182,883,379
19 1  8 ..................................... 82 ,979 ,184 ...................................... $955 ,9 2 0 ,199
1 91  9 ..................................... 5 0 ,630 ,434 ...................................... $924,045,923
192  0 ..................................... 7 5 ,6 0 2 ,6 4 8 ..................................... $ 1,067,509,390»«
The tonnage o f  freight passing through the St. C lair River in the 30 years between 
1891 and 1920 quadrupled, so it was logical that expenditures would be made to maintain
87/Wc/„ 3188.
88CompiIcU from the Annual Reports o f  the War Department, C hief o f  Engineers, U.S. Army. 
(Washington, D.C.: Government Printing Office, 1892, 1899, 1900, 1901, 1902, 1903, 1904, 1905, 
1906, 1907, 1908, 1909, 1910, 1911, 1912, 1913, 1914, 1915, 1916, 1917, 1918, 1919, 1920, anti 
1921.)
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that important navigable river. As it was, most o f the expenditures were for dredging o f the 
Flats area, in the never-ending struggle against Mother Nature in that delta.
Even during the Great Depression, government, realizing the economic importance 
o f  m aintaining open thoroughfares for the transportation o f goods, added public works 
funds to their regular funds for the continuation o f  the necessary annual dredging o f (he St. 
C la ir River. O f the total 1934 St. C lair River dredging expenditure o f $1,016,530.01, 
$865,744.00 cam e from Public W orks funds.89
The m ajor changes to the St. Clair River in mid-twcnticth-century included a 1930 
authorization to deepen the St. C lair Flats Channel to 26 feel, a widening o f the channel at 
Southeast Bend to 700 feet in 1945, the w idening and deepening o f the Southeast Bend 
C hannel and improving the outlet o f the old North Channel for small craft in 1946, and. in 
1956, deepening the St. C lair River to a minimum of 2 7 .1 feet to provide safe navigation 
b y  vessels with drafts o f 25.5 feet, and constructing a cu to ff channel in Canada at 
Southeast Bend in order to abandon the old Southeast Bend Channel.90 G overnm ent 
expenditures for work on the St. C lair River alone amounted to over $ 19,000,000 in 19 7 1 - 
1972.91
O f the dozens o f  aids to navigation along the St. C lair River, the most vital ones, 
nam ely those at each end o f  the river, have already been described. For an idea o f the most 
im portant m id-river representatives o f these silent nautical assistants early in this century, 
the following 1921 excerpt gives a factual account:
89A n n u a l Reports o f  the War Department, Chief o f  Engineers, U.S. Army. (W ashington, D.C.: 
Government Printing Office, 1935): 1268.
90A n n u a l Reports o f  the War Department, Chief o f  Engineers, U.S. Army. (W ashington, D C.: 
Government Printing Office, 1972): 31-42, 31-43.
91 Ibid., 31-34.
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|T here are] m any ligh ts on the St. C la ir  R iver to help  the  
sa ilo r....T h ere  a re  range  ligh ts a t Po in t E dw ard , a gas buoy a t 
the head of the m iddle-ground a t  P o rt H uron, also one a t the head 
o f  S tag  Is lan d . T h e re  a re  ran g es a t  C o ru n n a , a beacon  a t  
M arysv ille , S tag  Island  lig h th o u se , gas buoy a t S t. B e rn a rd 's  
P oint, one a t  the bead , m iddle, and end of the b a r  a t S t. C la ir , 
lighthouse a t R ecor's P oin t, gas buoy a t each end o f F a ro n  [sic; 
this should read "Fawn”] Island , and one a t  the head  of H arsen 's  
Island. There a re  ranges a t  the m outh  of the Snyc C a rt [sic; this is 
(he "Chcnal Eeartd"] and a t H arsen’s Island, two beacon lights on the 
sh o re  o f W alpole Island an d  on S qu irre l an d  Russell Islands. T he 
so u th  ca s t b en d  show s seven  lig h ts  an d  lo w er ra n g e s  on 
R ussell's Island . T here  is a  ligh thouse on the  cen te r p ie r  o f the 
S t. C ln ir Ship C anal, a gas buoy and lighthouse in the cen te r o f 
the p ie r a t  the south end o f  the canal.92
As long as people sail the G reat Lakes, and regardless o f  the size o f  their vessels, 
or the extent o f their navigation and safety equipment, and how skilfully they can use them, 
there will alw ays be risk and danger. In fact, the Great Lakes offer us a box seat from 
which to view the panorama o f life  its e lf—  the struggle o f  humanity against the forces o f 
nature. The best scat in the house is along the shores o f the St. C lair River.
l,2IimcIine Jenks Crampton. History o f  the Saint Clair River. (Written for the Centennial of the Founding 
of St. Clair County on May 8. 1821. Dated June 13, 1921): 16.
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CHAPTER V
Insurance and Great Lakes Maritime Losses
A 1919 treatise entitled  "St. Law rence and Great Lakes, M arine Insurance 
Possibilities" by H enry Tim m is o f the the New York City Insurance Broker firm o f 
O’Keefe and Lynch, perhaps best summarizes the magnitude o f shipping traffic on the St. 
Clair River early in this century:
W e now proceed up the S t. C la ir  K iver...to reach  the cities 
o f P o rt H uron , M ichigan, and S arn ia  in O ntario . It is a t one of 
these fou r points |the other two being the previously mentioned cities of 
Detroit and Windsor! th a t one comes to  realize the m agnitude of the 
tra n sp o rta tio n  business on the G re a t Lukes. Vessels of ail kinds, 
b u t chiefly cargo c a rr ie rs , a rc  passing up  and  down d u rin g  the 
se a so n  o f n a v ig a tio n  in  a c o n tin u o u s  s tr e a m . T h e re  is 
u n d o u b ted ly  m ore m arin e  tra ff ic  passing  th is po in t th an  any 
o th e r place in the w orld. I t  has been sta ted  th a t during  the period 
of nav igation  on an  average a vessel passes the city o f D etro it 
every  m in u te  o f th e  d ay  an d  n ig h t d u rin g  the e n tire  open 
s e a s o n .9 -*
M arine traffic increased significantly on the Great Lakes in I he m id-1800's, and 
underw riters were there from the beginning, utilizing a system of vessel evaluation based 
upon age and condition. Canada, such as it was in 1854, used the British system: vessels 
w ishing insurance were inspected annually at the ow ner’s expense, and the ship's rating 
duly registered with the underwriters, who published the results. A First Class registration 
was identified by the sym bols "*A .l."  o r "A .I.,"  which m eant that the vessel had no
93"Live Articles on Marine Insurance." A scries of articles reprinted from "The Weekly Underwriter," 191ft- 
1919. (New York: The Underwriter Printing and Publishing Company, 1919): 93.
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difficulty obtaining insurance at the standard rate because it was either a new ship or had 
recently been rebuilt and overhauled. A Second Class registration used the symbol in 
the registration book; for all vessels bearing this mark, five per cent was added to the 
insurance premium on vessels and cargoes. These carriers were considered relatively safe 
insurance risks on an individual trip basis, but for the ow ner o f  such a vessel w ishing to 
purchase coverage for the entire season, a ten per cent additional fee was levied. A Third 
Class registration, ‘'.presented by the symbol "E.," was considered a poor risk, w ith ten 
per cent being added to the prem ium  o f insurance on all vessels and cargoes shipped by 
them bearing this mark; no season policy could be issued on a vessel classed "E." The 
"scarlet letter" in Canadian Great Lakes m arine insurance registration was "Z." No 
insurance could be taken on any vessel bearing this mark, or upon any cargoes shipped by 
lhcm .,J4
Som e examples o f  these various classifications are in order. M ost vessels listed in 
1854 were classified as First Class; undoubtedly, the underwriters' records do  not list all o f 
the vessels operating on the Great Lakes out o f  Canadian ports at that tim e, since owners 
who knew their ships would fail to m ake that grade declined inclusion in an annual 
inspection, and risked operating their vessels with no insurance safety net. Sim ilarly, any 
business they won likely cam e their way knowing that an uninsured vessel operated as 
such; cargo owners had to decide if  the cheaper rate was worth the risk o f  utilizing an 
uninsured hull to convey their goods.
Iron as hull construction material was relatively new in 1854, but it was recognized 
as being m uch stronger than wood, and, hence, less o f  a risk for an insurance com pany. 
For exam ple, the 300-ton steamer, Peerless, built at N iagara in 1853, appraised at £15,000 
and rated the highest, "A .l* ,"  for both hull and cargo, earned the im pressive rem arks,
94”Rcgister o f British Shipping, Inland Waters, 1854." (Toronto: George E. Thomas & Co., 1854): pages 
not numbered.
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"Built o f  iron. Engine 200 horsepower.” Many wooden vessels also earned top rating; die 
800-ton wooden propeller, Brantford, built in St. Catharines in 1851 and deemed to have a 
value o f  £5,000 in 1854, earned the "A l*" classification, with the rem ark, "Good engine." 
The sm all, wooden, fore & aft schooner o f  120 tons, Paragon, built in Oshawa in 1853, 
was described us "well built" and valued at £2,000; it, loo, earned the " A l  rating.
A m ong the vessels rated "/E " was the 1847, Chatham -built brigantine, IV. IX 
Eberts, appraised at having a  value o f  £1,500, but with the remark that the vessel had been 
strained w ith a load o f  railroad iron in 1853, which presum ably had weakened her hull 
integrity and knocked her down a notch in insurance ratings.
The Isabe lla , a fore & aft schooner built at Kingston in 1835 and rebuilt at 
Cobourg, O ntario (or Canada W est, as it was known then), in 1844, was valued al only 
£300 in 1854, classified "E" for both hull and stores, with the remark that she was "lit only 
for lumber" (meaning operation in the lumber-transporting trade only.) Similarly, the 110- 
ton scow -schooner, Square Toes, built in Chatham , Canada W est, by W . Eberts & 
Com pany in 1850, rated an "E" category, with a value o f £350 and described as "only fit 
for staves."
In the entire 1854 rostrum , only one vessel earned a "Z" rating, m uch to the 
probable em barrassm ent o f her owner. The small scow-schooner, Flying Dutchman, built 
in 1845 and registered at Port Rowan, was valued at only £150 and declared "only lit for 
lum ber."95
In the United States, by the mid-1860's, a "Lake Vessel Register" detailed a system 
o f classification that stayed in use until well into the twentieth century. This annual register 
m ade it c lear that th is inform ation w as the "Private Properly o f  the Board o f  Lake
95//;/c/.
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Underwriters, designed exclusively for the use o f its M embers in effecting Insurance, and 
lor no other purpose whatever."96
This system o f classification, adopted by the Board of Marine Inspectors in August, 
1856, and approved by the Board o f Lake Underwriters in February o f  the following year, 
divided vessels into three classes — A, B, and C —  with each class further divided into 
two grades, namely, A l and A2, BI and B2, and C l and C2. Barges, being low-priority 
vessels, were classed simply by number; No. I and No. 2 were eligible for grain cargoes, 
while No. 3 was for lumber and sim ilar freight.
In accordance with the rules o f the Board, vessels built o f  wood were entitled to the 
A l classification for five years, at the expiration o f which time, if the ship was sound and 
in good order, she was classified A2 for a period o f  three years, B 1 for two years, B2 for 
two years, before sliding automatically into Class C .97
New vessels that, for whatever reason, were classed as A2, were entitled to remain 
in that grade for five years, B l for three years, B2 for tw o years, and from  there, 
proceeded into Class C.
At any tim e, how ever, vessels a rc  liab le  to  be surveyed , an d  
if  from  any cause w hatever, such as s tran d in g , collision, d ry  ro t, 
o r  deficiencies in m a te ria l, & c., a vessel be found u n w orthy  to 
rem ain  in h e r  C lass, she sh a ll be p laced in the g rade  to  w hich 
she is en titled . B ut if the  dam age o r  defic iencies be p ro m p tly  
m ade good to the  sa tisfac tion  o f the  In sp ec to r, she m ay rem ain  
in h e r C lass.98
96"Lakc Vessel Register.” (Buffalo, New York: The Board of Lake Underwriters, 1866): title page. 
91 Ibid.
9S/ftW.
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The Board o f  Lake Underwriters took into consideration vessels that were rebuilt, 
or which received extensive repairs. These vessels had the potential o f  having their grade 
either continued or raised. But in no case could any vessel continue in the A 1 classification 
longer than five years, or be raised to that grade after that age.
Again, ships built o f iron gained status and time. If  built o f proper thickness and 
strength, was well-fastened and divided into three or more watertight compartments, these 
vessels were entitled to the A l rating for ten years, followed by six years in A2, four years 
in B l ,  four years in B2, and then into Class C. Iron vessels were always subject to the 
sam e exceptions and rules that governed the classification o f  sail vessels and propeller- 
driven steamers constructed o f wood.
Lastly, flat sail vessels w ithout good "bilge pum ps and bilge limbecs," o r sail 
vessels rated B2 o r lower, or scows o f  whatever grade, were not, generally, considered 
desirable for carrying grain or other sim ilar cargoes.99 Undoubtedly, this ruling reflected 
the concern for the safety o f the wooden vessel and crew should the grain cargo get wet 
and expand.
The constant threat o f  explosion on board steam -pow ered vessels prompted their 
m andatory inspection by governm ent inspectors.100
By the early 1880's, Great Lakes underwriters who were members o f "The Inland 
Lloyds" w ere given lists o f vessel classifications for use "in the prosecution o f  Lake 
In su rance ."101 The "C” rating had been replaced by "00" (cyphers), a class that was not 
insurable. The "A" and "B" classifications had also been altered; their subdivisions now 
included A l* , A l, A I l/2, A2, A 2 '/2, B 1, B 1 '/2, and B2. Vessels marked with a had
" ib id .
100The Cleveland Herald, Sept. 20, 1883.
10! "Vessel Classification o f The Inland Lloyds, Canadian Hulls, 1882." (Buffalo, New York: Printing 
House of Matthews, Northrop & Company, 1882): title page.
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added strength build into them in the form o f diagonal iron strapping on the vessel frames 
before the planking was attached. Another factor that increased the insurance rating o f a 
vessel was the existence o f  iron banding, referring to a band o f iron that was run around 
the vessel at the heads o f the frames, to which diagonal strapping was riveted.102
Rates for insuring grain cargo varied. The following list o f vessel trip rates on grain 
cargoes moving out o f Chicago appeared in 1883, a year in which m arine insurance agents 
argued that there was no money being made in business because rates were so low:
From Chicago (rates are on each $ 100) A 1. B 1.
To all ports on Lake Michigan $0 .10  $0.20
To all ports on Lake Superior $0 .20  $0.22
To all ports on Lake Huron, to the Detroit River $0 .10  $0.20
To all ports on Georgian Bay $0.10 $0.20
To all ports on Lake Erie $0.10 $0.25
To all ports on Lake Ontario $0.25 $0.27 '/2
To Montreal $0.40 $ 0 .4 4 103
In m arine circles, the talk was that these extrem ely low rates would not last very 
long. The following year, in order to survive, the Chicago marine insurance pool hiked its 
rates dramatically. The press provided an update on the war on hull insurance:
Vessel ow ners a rc  still p ro testin g  ag a in s t th e  ra te s  o f  hull 
in su ra n c e ....T h e  V essel O w n e rs ' A ssocia tion  o f  C h icag o  a re  
p re p a r in g  a  p lan  o f  a c tio n  w hich th ey  th in k  w ill r e n d e r  
ineffective th e  ta r if f  m ade by the  pool. They a re  a lso  send ing  
c irc u la rs  to  ow ners a t  o th e r  p o rts  ask ing  th e ir  co o p era tio n . I t  
h as  been rep o rted  th a t several E aste rn  com panies no t bound  by 
the  agreem ent will go into the  lake business and  w rite  s tra ig h t A 
hulls a t  4 p e r  cen t....104
102//;W.
l03The Cleveland Herald, May 18. 1883.
104TIic Cleveland Herald. April 2, 1884.
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On O ctober 28, 1884, the Chicago Board o f M arine Underwriters adopted the 
following rates on grain cargo insurance, effective October 31, 1884:
From Chicago (rates arc on each $100) A" Vessels
To all ports on Lake Michigan 
To all ports on Lake Superior 
To all ports on Lake Ontario
$0.73 
$1.50 
$ 1.30 
$ 1.00 
$0.90 
$0.80 
$2.00 
$2.25
To Buffalo
To all ports on Georgian Bay 
To Sarnia 
To Montreal 
To Montreal (special)
Add 10% on "B l" vessels.
In late 1884, the loss o f three vessels, all older, all "B" classification, and all loaded 
with grain, caused an uproar in Great Lakes marine insurance circles. The barque, Arabia, 
sprang a leak and sank near Toberm ory in G eorgian Bay, the schooner, Golden West, 
foundered nearby, and the Fillm ore  ran on W augoschancc Reef. W hile vessel owners 
claim ed that "B l"  vessels were not any more liable to run on a reef than "A I" vessels, 
prom inent m arine insurance men raised objections to insuring cargoes shipped in " B I" 
class, attempting to have such vessels tabooed in the future. One of them slated.
B u t fo r  th e  co m p e titio n  w hich  has ex isted  betw een  the 
com pan ies do ing  m arin e  b u siness, no B l vessels w ould have 
been engaged in c a rry in g  g ra in  th is  season. L ast Call's reco rd  
show s th a t  m ore  B l vessels, loaded w ith g ra in , w ere lost than  
any  o th e r  class. W hy is it so? In the firs t place, a B l vessel is 
g en e ra lly  p re tty  well ad v an ced  in  y e a rs , and  needs a p re tty  
th o ro u g h  rebu ild ing . She is classed B l because th ere  is ro t o f 
fo u r inches in fram es, e ither fo rw ard  o r  aft, for an  average o f ten 
fram es . O f co u rse , th e re  a rc  o th e r  defec ts  which I will n o t 
m en tio n . T h e re  is no use to  ta lk  ab o u t the m a tte r ; these  B 
vessels can n o t c a rry  g ra in  as safely as A l o r  A U /2 , vessels, and
105The Cleveland Herald, Oct. 29, 1884.
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I believe th a t g ra in  cargoes will be w ritten  only on A vessels in 
the fu tu re . 100
A month later, the Chicago Tribune, printing a list o f  disasters to lake shipping for 
Ihe year 1884, including estim ated losses and insurance, concluded, "It has been clearly 
demonstrated that a vessel rating lower than A2 is not suitable for the grain-carrying trade, 
and the owners o f low-grade craft will doubtless have to confine their boats to cargoes that 
will float."107
In the early 1880's, insurance com panies on the G reat Lakes also becam e aware 
that vessel owners were assum ing that, if they insured the hull and cargo o f their steam er, 
the cnginclcss barge being towed behind that steam er was covered by this insurance. This 
loophole was quickly plugged:
In su ra n c e  a g en ts  have an n o u n ced  th a t  h e re a f te r  d o u b le  
p rem iu m s w ill be ch a rg ed  on carg o es in b o a ts  th a t  ru n  in 
couples —  th a t  is, s team ers  an d  co n so rts , e ith e r  p u sh in g  o r  
tow ing. Several accidents have lately  occu rred  to such  boats , the 
agents deem  it necessary to charge ex tra  prem ium s. B oat ow ners, 
who have to pay these prem ium s o u t of th e ir  fre igh ts, a rc  ra th e r  
ind ignan t over the in crease .108
Late season insurance became a controversial topic in the mid-1890's, when vessel- 
owners attempted to squeeze the most out o f the shipping season in their efforts to insure 
both their steam ers and their towbarges beyond the usual Decem ber 1st cut-off date. One 
insurance agent stated,
,nfiThe Cleveland Herald, Oct. 30. 1884.
107TIic Chicago Tribune, Nov. 27, 1884.
lOSxhe Cleveland Herald, June 5,1883.
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I can n o t see m uch d a n g e r  in n av ig a tin g  th e  lak es  in 
Decem ber, b u t when barges a re  p u t behind  them , they a re  in no 
shape to m eet ice fields. In my opinion, every tow barge should 
be la id  up  by D ecem ber I. As it is now, w ith boa ts fully
insured , the risk  falls en tire ly  on the u n d erw rite rs . If the  boats
get th ro u g h  all rig h t, the  ow ners m ake a good fre ig h t, bu t if
they do not, the underw rite rs  pay fo r it. 1 ()t)
By 1895, steel vessels were insured at from 2VS to 3 per cent o f their value on 
yearly policies, covering not only losses to which they may have been subjected, but also 
for liability for collisions, in which they w ere held liable for the ioss o f the other ship. 
W ooden steamers in the "A l" class were charged about 1 per cent more, largely on account 
o f  the increased fire risk. For lower classes (the "B's," for example), (he insurance rates 
varied from 6 to 15 per cen t.110
By the beginning o f the twentieth century, vessel classification look more factors 
into consideration, although fewer categories existed; the B 1'/, and B2 classifications had 
been elim inated. Additional selling points were listed for each vessel possessing them, 
nam ely things like "S. S. C." ("Smoke Stack Cased"), "S. P. W." ("Steam Pump W ell"), 
"Dou. Bo." ("Double Bottom"), "E. L." (Lighted by Electricity"), "B. S." (Bows Sheathed 
with iron at Light Line"), "B. S. L." ("Bows Sheathed with iron al Load Line"), "B. S. L. 
L." ("B ow s Sheathed w ith iron and Light and Load Line"), and under the heading o f 
"Construction," "S" for Steel, "I" for Iron, "W" for W ood, and "C" for Composite, which 
was a combination o f iron and wood hull construction.111
A few exam ples o f the insurance history o f vessels that sank in the St. C lair River 
will illustrate the rating system  in use. The schooner, Charles Spademan, built in 1873 at
l^ T h e  Detroit Free Press, Dec. 14, 1895.
' *®The Detroit Free Press, Dec. 26, 1895.
1 * 1”'Vessel Classification of The Inland Lloyd's, Canadian Hulls, 1902.” (Toronto: Dudgeon & Thornion, 
1902): title page.
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M arine Cily, M ichigan, near the shores o f the St. C lair River, sank after being holed in a 
collision in that river in July, 1903. Even though this ship was described as being "of the 
type now rapidly disappearing from the lakes,"112 she was salvaged, repaired , and 
returned to service for another six years before becoming a total loss when ice cut through 
her hull near Pui-in-Bay, Ohio, in Lake Erie in December, 1909. The Spademan  began life 
as a low-catcgory vessel, being a "B l"  insurance risk by the age o f  two in 1875 when her 
value was listed as $10,000. By 1882, she had slid down to "B l'A " and to "B2" by 1885, 
when she had an appraised value o f  only $3,000. Early in 1889, the Charles Spademan  
needed som e m ajor repairs; her insurance classification fell steeply to "00," meaning that 
she was no longer insurable. That spring, her aft tim bers and centreboard  case were 
recaulked, which elevated her to "B PA " again, with an appraised value o f  $4,000. By 
1894, she was worth only $2,500 and rated "B l." Her deck was com pletely replaced in 
1896, w hich raised her insurance classification to "A2" and her value to $5,000. M ore 
repair work was performed in 1906, resulting in an "A2" classification again, with a value 
o f  $3 ,500 .'
The wooden steamer, Robert C. Wente, measuring 141 feet in length and valued at 
$40,000 al her first inspection on June 7, 1888, was launched that year at G ibraltar, 
M ichigan. Seven years later, this vessel was still appraised as an "A I*" ship with a value 
o f  $25,000. By 1899, she rated A l l/2, valued at $18,000. In 1906, repairs kept the vessel 
al her 1899 rating, but her value could not be m aintained, and it slid to $12,000. By the 
time the Robert C. Wente burned in the St. C lair River on July I, 1927, she was quite an 
old vessel, no longer insurable.114
112The Port Huron Daily Times, Friday, July 17, 1903.
112"Ship Information and Data Record" on the Charles Spademan. The Herman G. Runge Collection. 
Milwaukee Public Library. Milwaukee, Wisconsin.
114"Ship Information and Data Record" on the Robert C. Wente. The Herman G. Runge Collection, 
Milwaukee Public Library, Milwaukee, Wisconsin.
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
6 9
A year alter the three-masted schooner,./. M aria Scott, was launched in 1874, her 
value w as placed at $20,000 and she rated "A l."  W hen she burned at Port Huron, 
M ichigan, on M arch 9, 1901, she had been renam ed White S tar  and converted  to a 
propeller-driven steam er, but she was worth only $7,000, and her insurance classification 
had dropped to " B l . " '15
Early in the twentieth century, an analysis o f  the insurance com panies' records of 
losses would show  that the most dangerous part o f the Great Lakes lay betw een Lake 
Huron and Lake Eric (meaning the St. C lair River, Lake St. Clair, am! the Detroit River). 
The financial losses due to collisions and groundings in these areas was duly com pared to 
the Soo passage between Lake Superior and Lake Huron, which, until the late I890’s, 
furnished an appalling list o f  disasters. Then, at the request o f vessel ow ners, the 
governm ent stepped in and undertook the regulation o f matters. Ships no longer cascaded 
past each other out o f  control at full speed in the narrow channels of the St. M ary's River; 
with the rigid enforcement o f rules cam e safety. The resulting fewer accidents in that oncc- 
perilous passage prom pted sim ilar governm ent regulation in the waters betw een Lakes 
Huron and Erie:
. . . I t  is the  p rev a ilin g  op in io n  am ong  vessel ow ners th a t 
som e su ch  ac tion  m ust he tak en  in reg u la tin g  tra ff ic  in th e  
n a r ro w  ch an n e l betw een  L uke E rie  an d  L ake H u ro n ....T h e  
question  will be b rough t up  a t  the  m eeting of the Luke C a rrie rs  
A ssocia tion  in D etro it nex t m o n th , an d  if a way to reg u la te  
nav igation  w ithout being too onerous in the loss o f tim e can be 
found , it will doubtless receive the sanction  of th a t b o d y ....1 1
^ " S h ip  Information and Data Record" on the White Star. The Herman G. Runge Collection, Milwaukee 
Public Library, Milwaukee, Wisconsin.
t  Duluth Weekly Herald, Dec. 12. 19(X).
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A year lulcr, in a summary of the losses during the season o f shipping on the Great 
Lakes, the treachery o f the St. Clair and Detroit Rivers again featured predominantly in the 
media:
The one item  of 133 losses to sh ips in the  crow ded channels 
between Lakes H uron and E ric the past season of navigation  has 
called the  a tten tio n  of vessel ow ners and  u n d erw rite rs  to the d ire  
need of governm ent protection  in th e  handling  o f vessel p ro p erty  
in th a t, the m ost im portan t w aterw ay on this continent, if no t in 
the  w orld . T h ro u g h  no o th e r  channels an y w h ere  is as m uch 
fre ig h t c a r r ie d  as th ro u g h  the  D e tro it an d  S t. C la ir  r iv e rs .
A lthough  the p rocession  of b o a ts  is a  c o n s ta n t one , every  
cap tain  is fo r him self and vessel ow ners and  u n d erw rite rs  pay for 
the liberty  n r  licence ....117
Lastly, a brief look at the marine insurance characteristics o f  the year 1918 will 
bring us further into (his century.
The rate o f insurance on steel vessels on the Great Lakes remained fixed, unlike that 
on ocean vessels; in 1918, the rate was 3V., per cent. On wooden vessels, the rate, o f 
course, varied according to the age of the vessels and their navigation limits. In 1918, there 
were 551 losses reported, o f wnich 216 constituted claim s to underw riters; 52 resulted 
from ice damage (it was not until the middle o f June that year that ships were able to sail 
w ithout danger o f sustaining damage from ice.) Claim s resulting from vessels striking 
docks, bridges, etc., num bered 40. There were 39 collisions, 26 groundings, and 23 
s trand ings.118
A nother form of vessel insurance was becom ing popular on the G reat Lakes in 
1918, namely "detention earnings" insurance, universally charged at 4 '/4 per cent, which 
com m itted the underw riting com pany to pay so m uch per day to the vessel ow ner,
I 17TIic Detroit Free Press. Dec. 15. 1901.
’ 18"Livc Articles on Marine Insurance." Op. cit„ 97.
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according to the am ount o f his policy, for each day in excess o f seven days, hut not 
exceeding 26 days, that his vessel was detained by casually from perform ing tier service, 
other than by total loss.119
The year 1918 was an especially bad year in that the num ber of partial losses 
exceeded those o f other years. However, when one considers the small premium that was 
being charged on these vessels in com parison to the amount being insured, it could be 
easily seen that one loss could tear quite a hole in the premium account.
After 1918, the Great Lakes marine insurance business continued essentially to 
follow  the structure already in place, varying only such things as, for exam ple, the 
fluctuating rates per unit o f the cargo's value. The specific St. C lair River losses that are 
detailed and examined in Chapter Seven will revive the topic o f marine insurance.
119Ibid., 96.
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CHAPTER VI 
The Legalities of Great Lakes Salvage
The evolution o f a practical and blissful cooperation in G reat Lakes navigation 
policies between the United States and Canada may insinuate, to the optim ist, that a similar 
situation exists in other areas. Unfortunately, such is not the case. The yellow brick road to 
an idealistic Great Lakes Compact is a long one, particularly in the topics o f  salvage and the 
laws.
For the purposes o f  this thesis, a sim ple definition o f  "salvage" would be the 
preservation o f life or property from some o f  the many dangers that may be encountered by 
shipping on the Great Lakes. Prior to W orld W ar Two, the common acceptance o f  the term 
would have been in reference to the recovery, as soon as possible after a  maritime mishap, 
o f  a ship and/or its cargo. In more recent times, this would, more often than not, mean the 
recovery, legal or otherwise, o f artifacts or other items from submerged cultural resources. 
Once the sole realm o f  hardhat divers and their crew s struggling w ith the elem ents to 
overcom e the challenge o f snatching back, from the clutches o f an environm ent neither 
natural to humans nor conducive to their survival, property o f contem porary value, salvage 
today includes the concern o f  maritime archaeologists over the activities o f  commercial and 
sport scuba divers.
Since 1679, the Great Lakes have nurtured a burgeoning, subaqueous graveyard 
for literally thousands o f the non-aboriginal w atercraft w hich have dared to venture 
thereon. LaSalle was certainly more concerned about the monetary value o f  the beaver pelt 
cargo and his vessel when the Griffon sank than he was in leaving any physical evidence of 
his failed venture for future archaeologists and historians. Since his day, if a shipw reck
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
was not salvaged, it w as sim ply because it could not be located, or it w as in an
unsalvagable condition e.g. too deep, too badly broken up, or otherwise too inaccessible,
and hence abandoned, o r it was abandoned for not being valuable enough to warrant the 
cost o f salvage. It is particularly for this abandoned or unclaimed property that complicated 
new legislation has emerged since the development o f recreational scuba diving alter World 
W ar Two.
Because the subject vessels o f this thesis sank beneath the waters o f a connecting 
G reat Lakes w aterw ay, their legal status and disposition arc influenced by the doctrines of 
maritime law. The admiralty laws existing in the United States and Canada have, it', large 
part, been inherited from principles derived from Old English common law and the English 
statutes derived thereto. Consequently, where controversies arise over the ownership of 
sunken vessels, frequent reference is made to the Statute o f Westminster:
C oncern ing  W recks of the  Sea, it is agreed tha t w here a M an,
a Dog, o r a C at escape quick  out o f the Ship, th a t such Ship n o r
Barge, n o r  any th ing w ith in  them , shall he ad judged  w reck; hut 
the  G oods sh a ll be saved  and  k e p t by view of the S h eriff ,
C o ro n er, o r the K ing 's Bailirf, an d  delivered  into the  hands of 
such as a rc  of the C row n, where the G oods were found; so th a t if 
any sue fo r those G oods, an d  a f te r  p rove th a t they w ere his, o r 
perished  in h is keeping, w ithin a Y ear and a Day, they shall he 
re sto red  to him  w ithout delay; an d  iT not, they shall rem ain  to 
th e  K in g ....1 2(1
This assertion o f  ownership over the abandoned or unclaimed properly recovered 
within the King’s territorial jurisdiction was an example o f what has been lermed a royal or
1 ^ S ta tu te  o f Westminster, 3 Edward I, ch. 4, (1275). "In case of salvage, the lime was extended to a year
and a day, in accordance with the Norman law of 1234, during which the owner might sue for his
goods." (Frederick C. Hamil. "Wreck of the Sea in Medieval England," a chapter in A. E. It. Honk, cd.
University o f  Michigan Historical Essays. (Ann Arbor: University o f Michigan Press, 1937): 1(1.
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sovereign prerogative. That is, included within the inherent and sovereign authority o f  the 
Crown is the right to claim  ownership to those items which arc without a known owner.
The interpretation and scope of the m aritime laws existing in Great Britain at the 
tim e o f the A m erican R evolution have subsequently  been given sligh tly  d ifferent 
construction by the United Stales. Both the English and Am erican rules agree that the 
original owner o f a sunken vessel docs not forfeit his property interest therein unless it be 
established that the vessel has been abandoned, that the original ow ner has relinquished all 
legal claim to the item. It is also well recognized that such a divestiture may be expressly or 
constructively dem onstrated, as by disclaim er or by a lapse o f tim e coupled w ith no 
recovery efforts. In admiralty law, while a vessel may not be abandoned in the sense that 
its owners have intentionally relinquished all claims thereto, the vessel may still be what is 
termed a ''derelict," and therefore subject to salvage or recovery. To constitute a derelict in 
the law, it is sufficient that the ship or cargo is found deserted o r abandoned upon the seas, 
whether it arose from accident or necessity, or voluntary dereliction, w ithout intention to 
return or hope o f recovery.121 In such instances, although the original ow ner may retain 
his property interests, the salvor may have a lien against the vessel for services rendered.
A sa lv o r, th e re fo re , who m eets the co n d itio n s  o f  success, 
d a n g e r , a n d  v o lu n ta rin e ss  in  c a rry in g  o u t h is  se rv ice  on a
121 Joseph N. Gores. Murine Salvage, the Unforgiving Business o f No Cure, No Pay. (New York: 
Doubleday & Company, Inc., 1971): 493. Mr. Gores also gives some interesting definitions and 
distinctions regarding other salvage terms: "wreck" is limited to those portions of ship or cargo that 
have been stranded upon the land. This includes anything that previously was part of the vessel, its 
apparel, or cargo. The courts have held, for instance, that rigging, gear, nets, buoys, and floats from 
fishing boats...are legally "wreck" (hence subject to salvage) if cast upon the shore; "flotsam" is goods 
from it ship that has been sunk (or otherwise perished) that float upon u.e sea; "jetsam" is goods from a 
ship in danger of being sunk that have been cast overboard to lighten the ship. This applies only to 
these goods i f  the ship subsequently actually sinks. No definition seems to exist, under admiralty law. 
for such goods if the ship does not sink; but popular usage includes under the term "jetsam" all 
jettisoned goods no matter what the vessel's subsequent fate; "lagan" is goods that, like jetsam, are cast 
into the sett from a ship that subsequently sinks. Since these goods arc themselves so heavy that they 
also will sink, however, the mariners, before throwing them overboard, "to the intent to have them 
again, tie to them a buoy, or cork, or such other thing that will not sink, so that they may find them 
again."
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recognized su b jec t of salvage, is legally en titled  to rem u n era tio n  
unless negligence o r m isconduct on his own p a rt p recludes such 
rem u n era tio n . If  a legal and  binding agreem ent o f (he am ount to 
be received has not previously  been reached  between the salvors 
and  the  salved vessel's ow ners o r rep resen ta tives, the cou rt will 
also fix and assess the am ount to he received. In adm ira lty  court, 
tw enty-six  sep a ra te  classifications of salvage service to a sh ip  in 
d anger a re  recognized .1 22
It should be pointed out that the salvor who failed to accom plish his "no cure, no 
pay" salvage job  did not always lose everything he spent in the attempt. The salvager could 
recover, on a contractual basis established before salvage began, expenses, losses, or 
damage to his equipment incurred during the unsuccessful operation.
This situation o f derelict is not without complications:
Since the  te rm  D E R E L IC T  depends in its app lica tio n  upon 
the  in te n tio n s  a n d  expec ta tio n s  o f the cap ta in  and  crew  when 
they d esert th e ir  vessel, a c o u rt a ttem p ting  to determ ine w hether 
a  sh ip  has been legally abandoned  often lias a very sticky tim e of 
it. O bviously a sh ip  docs n o t becom e d ere lic t because (he men 
w ere forced to flee h e r fo r fea r of th e ir  lives, o r in search  of aid , 
o r to tu rn  h e r  over to  a sa lvo r. O n the o th e r  h an d , a crew  
ab an d o n in g  a  vessel w ith  no in ten tio n  o f re tu rn in g , h u t who 
then a re  blessed w ith a w eather change th a t perm its th e ir  re tu rn , 
do not by the ac t of re tu rn in g  render the ship  no t d e re lic t.12:5
Thus far, the British and American treatment o f sunken vessels which are recovered 
by one o ther than the original ow ner arc consistent. However, where the claim s o f the 
original ow ner are not in issue, where the contest is between the sovereign and the finder, 
the harm ony ceases. The Am erican rule has generally held that, absent a valid claim  from 
the original owner, title to the recovered vessel shall vest in the finder. The British, and, by 
way o f  heritage, the Canadian, version declares that the sovereign shall hold the items
^ ib id .
m lhid.
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recovered from the sea. The United Slates has never statutorily asserted its intention to 
exercise whatever sovereign power it may possess over the proceeds o f derelict property, 
except to the extent that certain rights are reserved with respect to sunken vessels which 
constitute obstacles to navigation, a definite problem  in narrow, shallow rivers with high 
volum es o f  shipping traffic, such as the St. C lair River, w here sinkings resulting in 
navigation blockage were common.
In the United States, federal sovereignty, w hether tested or not, is som etim es 
challenged by state sovereignty. An individual state may choose to exercise its own 
sovereignty and an express state statute may validly claim ownership for the state, as in the 
case o f  M urphy versus D unham , discussed later. It has been argued in M ichigan, for 
exam ple, that sunken vessels lying upon the subaqueous bottom lands o f the Great Lakes 
bordering Michigan have, when derelict, adhered to Michigan in her sovereign capacity, for 
these bottomlands arc owned in fee by the state.
Num erous Federal court cases have established precedents regarding ownership 
and salvage o f sunken or otherwise wrecked property.
The first case. Mason versus Ship Blaireau. occurred in 1804 in the Atlantic Ocean 
trade route between the United States and Europe, and presents som e interesting facts. 
Captain Mason o f  the British ship, Finn, investigated a distress signal from a m ariner alone 
aboard the French ship, Blaireau. The latter vessel had been run down by a Spanish 64-gun 
ship called the St. Julien, and sustained damage which put about three feet o f  w ater in the 
Blaireau'x hold by morning. The Spanish commander, not being able to wait for an attempt 
to repair the Blaireau, took the crew and passengers on board his ship, excepting one man, 
an Irishman named Thom as Toole, who could not be found. Toole, realizing he was left 
alone on a sinking ship, raised a distress flag, which was sighted by M ason the next day, at 
w hich tim e the w ater in the hold had increased to the point w here the vessel had an 
estim ated 12 hours o f life left. M ason made repairs to the French ship and set up a pattern
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
77
o f regular pum ping after having transferred six o f  his crew to the Blaireau, where they 
jo ined Toole, and both vessels sailed the great distance to Chesapeake Bay over the next 
nineteen days. A salvage claim  was then filed in United States District Court by involved 
parties for the Blaireau and its cargo. Mason had retained for his own use a large portion o f 
the cargo removed in his efforts to save the vessel, and the French consul, on behalf o f the 
ow ners o f  the Blaireau, charged M ason with em bezzlem ent to the amount o f  almost 
$2,000.00. Claims were appealed to the United States Supreme C ourt.12-1
This was the case o f a French ship saved by a British ship and brought into a port 
o f  the United States. The question o f w hether or not a court o f  the United Slates had 
jurisdiction was easily resolved; an admiralty court may have jurisdiction by subm ission, 
and the United States Suprem e C ourt ruled that all parties legally subm itted to U. S. 
admiralty jurisdiction.
The court made some interesting rulings: Vessels derelict arc droits o f the admiralty, 
and in these cases, the crow n is liberal in its rewards o f  the salvors. No fixed rate o f 
salvage has yet been adopted in cases o f  this kind, but that it depends upon the sound 
discretion o f the court applied to the circumstances o f each particular case. About two-fifths 
o f  the value o f the Blaireau  and its cargo was awarded to the salvors.125 The six crew who 
had tranferred to the sinking Blaireau were awarded vast sum s for the times; W illiam  
Stevenson, the first mate, for exam ple, received "the sum o f two thousand two hundred 
and sixty-nine dollars, eight cents, and nine dim es."126 His nineteen days o f labour netted 
him m any years' worth o f  first m ate's salary. Another man transferred to the Blaireau  was 
identified only as "Negro Tom ,” and the district court had earlier decided:
1 ^ D ecisions in the Supreme Court o f  the United States. "William Mason and Others, Libellants, versus 
Ship Blaireau." (Washington, D.C., February, 1804): 240-241.
n 5 lbid., 267.
126Ibid., 246.
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...th a t there  be re tained  a...sum  of eleven hundred  and th irty - 
fo u r do llars and fifty-four an d  th ree  q u a rte rs  cents in th is cou rt, 
to  and fo r the benefit of such person o r  persons as may h e rea fte r 
m ake title  to the sam e as ow ner o r ow ners of the said  N egro 
T o m .127
A later circuit court, as well as the Supreme Court, agreed with the above ruling 
regarding Negro Tom, and a Reverend John Ireland, formerly from M aryland but living in 
England, cam e forward as Tom's owner. Reverend Ireland agreed that, upon receipt o f his 
salvage m oney, he would "m anuwit [that is, free from slavery] the said N egro Tom , 
according to the law o f the state o f  M aryland, and will pay the said Negro Tom  one fifth 
part o f the said salvage m oney...."128 For Tom , the B la ireau  case becam e a double 
windfall.
Captain Mason fared the least; his confiscation o f a portion o f the Blaireau's  cargo 
for his personal use was not viewed lightly, and, although the charges o f  em bezzlem ent 
w ere dism issed, his sole reward for the salvage was the property w hich he had taken, 
am ounting in value to less than what his first mate had been awarded by the court, which 
was summarized thusly:
Salvage is g rounded  as well on the  tru s t  w hich the  sa lvo rs 
have taken  upon them selves, as on th e ir  risk  an d  labour. Should 
they , a f te r  saving the  th ing , w antonly  destroy  it, o r even su ffe r 
it to  he  lost by g ross negligence, they w ould m ake them selves 
liab le  to  the  ow ner. H ence a  d u ty  an d  tru s t  is im posed upon 
them  by the situa tio n  in  w hich they have placed them selves; and 
if, regard less o f th a t d u ty , an d  in violation o f th a t tru s t, an d  of 
the  p rin c ip les  o f m o ra l re c titu d e , they  a tte m p t to p lu n d e r , to  
ro b , to em bezzle the p ro p e rty , they lose the c h a ra c te r  of sa lvors, 
an d  app roach  tow ards th a t o f robbers and  p ira tes. In  such a case 
they  cease to  be m erito rio u s; they  fo rfe it w h atev er r ig h t  they
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m ight have had , and to aw ard  them  salvage would he to rew ard  
th e ir  crim es. They ought not to receive salvage upon tha t which 
they d id  not m ean to save for the benefit or the  ow ners, hut to 
a p p ro p ria te  to th e ir  own use. Salvage is given, upon p rincip les 
o f p u b lic  po licy , to e n c o u ra g e  e n te rp r is e ,  h o n e s ty  a n d  
h u m a n i ty . . . .
W hile the general in terests  of society requ ire  tha t the  most 
pow erfu l inducem ents should  he held fo rth  to men to save life 
and p ro p erty  abou t to perish  a t sea, they also req u ire  (hat those 
inducem ents should  likew ise he held fo rth  to a fa ir  and up rig h t 
conduct w ith regurd to the objects thus p reserv ed .12y
The court concluded that $21,400 (tw o-fifths ihc value o f the Blaireau  and its 
cargo) was sufficient retribution for the salvage performed, allowing a disbursement of 
one-third o f  the whole amount to the owners of the vessel, Firm, and her cargo, and ihc 
rem aining two-thirds to be divided among those who navigated both ships, the Firm  and 
the Blaireau, excluding Captain Mason, in the proportions previously directed by the circuit 
c o u rt.l3()
The next Supreme Courl precedent look place in 1851, in The Propeller Genesee  
C h ie f  versus F itzh u g h . The propeller-driven vessel, G enesee Chief, collided with the 
schooner, Cuba, during the night o f May 6, 1847, on Lake Ontario. The Cuba  quickly 
sank with all cargo aboard. Both 50-ton vessels were registered in the state o f  New York, 
and the incident occurred in U. S. waters, so it was not an international matter. The Culm  
carried alm ost 6,000 bushels o f wheat from Sandusky, Ohio, tow ards O sw ego, New 
York, while the Genesee C hie f was light, i.e. empty o f  cargo. The owners o f  the Cuba 
filed for libel against the Genesee C hief and her m aster.131
I29/Wr/., 261, 267.
m ihid., 271.
131 Decisions in the Supreme Court o f  the United States. "The Propeller Genesee Chief, her Tackle, 
Apparel, and Furniture, William L. Pierce, master, Alexander Kelsey, William H. Cheney, William 
Hunter, Lansing B. Swan, George R. Clark, and Elisha B. Strong, Appellants, versus Henry Fitzhugh, 
DeWitt C. Littlejohn, and James Peck." (Washington, D. C., IH5IJ: 471-473.
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The m atters o f who was on watch at the tim e of the collision or w hich vessel 
strayed from its course are o f little consequence, as the case became a political issue. The 
defendants claim ed that United States adm iralty jurisd iction  on the G reat Lakes was 
unconstitutional, but the lower courts found in favour o f the plaintiffs, Fitzhugh, et al. The 
Supreme Court ultimately agreed.
The defendants had argued that the collision had occurred within the terrritorial 
boundaries o f New York state, and not on the high seas or any other body o f w ater where 
the tide ebbs and flows, and therefore, they argued, the federal court had no jurisdiction 
over the matters o f  the case .132 They felt that the authors o f  the Constitution lim ited the 
admiralty power's jurisdiction to tidc-watcrs, clearly not a Great Lakes area o f  concern.
...These lakes a re  in tru th  in land  seas. D ifferen t s ta te s  b o rd e r 
on them  on one side, and  a  foreign n a tio n  on th e  o ther. A g rea t 
and grow ing com m erce is c a rr ie d  on upon them  between d ifferen t 
s ta tes  an d  a foreign na tio n , which is su b jec t to  all the incidents 
and h azard s  th a t a ttend  com m erce on the oceans....
...one of the g rea t ob jects of the fram ers  o f  the C onstitu tion : 
th a t is, a perfec t equality  in the righ ts an d  the  privileges of the 
c itizens o f  th e  d iffe ren t s ta te s ;  n o t on ly  in the  law s o f the  
genera l g o v ern m en t, b u t in  th e  m ode o f a d m in is te r in g  them .
T h a t equality  docs no t exist, if the com m erce on the  lakes an d  
on the  navigable  w aters  o f the W est a re  denied  th e  benefits of 
the  sam e co u rts  an d  the  sam e ju r isd ic tio n  fo r  its  p ro tec tio n  
w hich th e  C o n stitu tio n  secures to th e  s ta te s  b o rd e rin g  on the  
A t l a n t i c __
The ju risd ic tio n  is here  m ade to  depend  upon the  navigable  
c h a ra c te r  of the  w ate r, a n d  not upon  th e  ebb an d  flow of the 
tides. I f  the w a te r w as nav igable , it  was deem ed to  be pub lic ; 
and if public, was reg a rd ed  as w ith in  the  legitim ate scope of the  
ad m ira lty  ju risd ic tio n  conferred  by the  C o n s titu tio n .133
1 3 472.
133//«</.. 482. 483. 486.
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The Supreme Court ruled that admiralty and maritime jurisdiction granted to federal 
courts under the United States Constitution is not limited to tide waters, but extends to all 
public navigable lakes and rivers, where commerce is carried on between slates or with a 
foreign nation. Admiralty jurisdiction thereby includes the Great Lakes as inland seas. This 
principle reflects differing conditions found in the United States as compared with Great 
Britain, which allowed admiralty jurisdiction only over waters affected by ebb and flow of 
tides. Congressional acts extending U. S. District Court jurisdiction to lakes and other 
navigable waters arc consistent with this ruling. This power is not derived from the U. S. 
Constitution com m erce clause. Concurrent jurisdiction remains in some matters o f state 
com m erce and com m on law. In conclusion, evidence showed fault with the propeller, 
Genesee Chief.
In 1870, a case originating in San Francisco established, among other things, that, 
in a salvage situation w here there is more than one salvor, if one set o f salvors does not 
claim  salvage, that claim  enures to the owners o f the property that was saved, and not as 
additional reward to the other set o f  salvors.
On A ugust 24, 1867, the British ship, B lackw all, at anchor in San Francisco 
harbour, was discovered to be ablaze. The San Francisco Fire D epartm ent firem en 
responded by placing two water-laden engines from their department aboard the private 
tug, Goliah. M eanwhile, the officers and crew of the Blackwall, having found all attempts 
to subdue the flames abortive, left the vessel with their effects in small boats, in effect, 
abandoning ship and leaving it derelict. The firemen on the lug, working with great skill 
and energy and the fire departm ent pumps placed aboard the Goliah, extinguished the fire 
within a little more than half an hour. The Goliah  then lowed the B lackw all to a safe 
anchorage. The firemen, working in conjunction with the lug, accomplished their goal.
The owner o f the tug and her master filed a libel against the ship and cargo, even 
though the tug was not the sole salvor. W ithout her assistance, the fire engines and men
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would have been powerless to save the Blackwall, but. on the other hand, without these 
m en and the two engines, the tug’s aid would have been just as ineffectual. The fire 
department was no party to the libel, claiming that it was simply operating in the discharge
o f its public official duties. No compensation by way o f salvage could have been made to
the fire department if it had made a claim for it, since all persons who are under any legal 
obligation, express or implied, to render assistance, arc not entitled to salvage. The owners 
o f  the tug in their libel, claimed that their boat, its master annd crew performed the entire 
salvage serv ice.134
The Supreme Court handed down this decision:
S alvage is the  com pensation  allow ed to perso n s by whose 
assistance  a sh ip  o r  her cargo  lias been saved, in whole o r  in 
p a r t ,  from  im pend ing  peril on the sea, o r  in  recovering  such 
p ro p e rty  from  ac tu a l loss, as in cases of sh ipw reck , dere lic t, o r
recap tu re . Success is essential to  the claim ; as if the  p ro p erty  is
no t saved , o r  if  it  p e rish , o r  in  case o f c a p tu re  if it is not 
re tak en , no com pensation can he allow ed. M ore th an  one set of 
salvors, how ever, m ay con trib u te  to the resu lt, and  in such cases 
a ll who engaged in the en te rp rise  and m ateria lly  co n trib u ted  to 
the  saving o f the  p ro p e rty , a re  en titled  to sh a re  in the rew ard  
w hich  th e  law  allow s fo r  such  m e rito r io u s  se rv ice , an d  in 
p roportion  to  the  n a tu re , d u ra tio n , risk , and value o f the service 
rendered .
Salvors a re  no t deprived  o f a rem edy because an o th e r set of 
sa lv o rs  n eg lec t o r  refuse to jo in  in the  su it , n o r  will such 
neg lec t o r  re fu sa l benefit the  lib e llan ts  by g iv ing them  any 
claim  to a la rg e r  com pensation , as the non-p rosecu tion  by one 
se t o f sa lv o rs  e n u re s , n o t to  th e  lib e lla n ts  p ro se c u tin g  the 
claim , b u t to the ow ners o f the property  sav ed .’ 33
The owners, master, and crew of the Goliah were entitled to a salvage reward, but 
that reward was reduced to reflect the work done by the San Francisco firemen. Since these
^ D e c is io n s  in the Supreme Court o f  the United States. "The Blackwall." (Washington, D. C., 1870): 15.
l35lbid., 12.
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firemen did not prosecute a claim , their share o f the salvage work enured to the owners o f 
the Blackwall.
S alvage situations have y ielded  to in ternational law s, regard less o f  how 
insignificant the latter may seem by comparison. In the late sum m er o f  1883, for example, 
Canadian authorities at Sarnia seized the tug, M ichigan, which had been working on the 
salvage o f  the stranded vessel, R ichard  W indow , in C anadian w aters o f  low er Lake 
Huron. W hile pulling on the Winslow, the M ichigan  had dam aged her tow-posts, and the 
lug went to Port Huron, M ichigan, and had new ones installed. She returned to the wreck 
without reporting her repair bill to the Collector o f  Customs in Canada, even though, being 
a Canadian lug, it was mandatory for her to m ake such a report. O ther excuses were also 
invoked in order to seize the Michigan:
I t is also sa id  th a t she w as seized fo r w ork ing  on S unday , 
b u t C anad ian  tugs have often w orked  on Sunday  w ith o u t being 
seized. Several o th e r  excuses a re  offered , b u t n o tw ith stand ing  all 
o f them , the  op in ion  is very  genera l th a t som ebody m ade a 
com plain t aga inst h e r  fo r  a sm all in frac tio n  o f  th e  law , w hich 
w ould  have passed  over u n d e r  o rd in a ry  c ircu m stan ces . A fte r  
m ak ing  the  seizure, the  C o llec to r o f C ustom s a t  S a rn ia  a t  once 
notified M r. M urphy [the M ichigan 's  owner] th a t he m ight continue 
the w ork  on the W inslow  w ith  any of his tugs, b u t hav ing  no 
fu r th e r  tug n ea r, the priv ilege w as o f no value. T he  M ichigan is 
still in custody, us M r. M urphy  was in C hicago w hen the seizure 
was m ade, and will n o t be b a c k  u n til th is  m o rn in g . In  the  
m eantim e, the R ichard  W inslow  rem ains in an  exposed position , 
liable to be destroyed by the  waves should a sto rm  come u p .136
It seems pertinent to examine one case which has appeared within the courts seated 
in M ichigan and which concerns the ow nership o f  sunken derelict. The court in M urphy
I3f>The Cleveland Herald. Sept. 19, 1883, quoting an article from the Detroit Free Press. The Richard  
Winslow was released from her stranded position and returned to service, until she ran aground on a 
rocky reef and broke up on shoals in northeastern Lake Michigan in 1898.
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versus D unham  (188V) adam antly forbade the assertion o f sovereign ow nership in the 
absence o f a state statute expressly so providing. In recent years, arguments arose for the 
Dunham rationale no lo rger being permissible precedent. The common law, as adopted by 
M ichigan, did vest a sovereign prerogative in the sovereign, and that prerogative was 
exercised in the com m on law even in the absence o f statute; the Michigan Constitution o f 
1963 has declared the comm on law to be its own; and in so doing, it acquired for Michigan 
those perquisites which, at comm on law, had been the prerogative rights o f the Crown. 
Consequently, sunken vessels resting within the territorial boundaries o f the S tate o f 
M ichigan, since they are within the purview o f the common law, helong to the State o f 
Michigan in her sovereign capacity.
The draw n-out case o f  M urphy versus D unham  began in the spring o f 1883 and 
concluded six years later. On May 18, 1883, the schooner, Wells Burt, loadetl with 1,375 
tons o f  coal from Buffalo, arrived o ff Evanston, Illinois, where she was last seen at 
anchor. T hat night, a heavy storm  sw ept the lakes, and when the sun rose the next 
m orning, the vessel had disappeared, sunk with all hands. The schooner was partially 
insured, w ith the uninsured portion totalling at least $8,000. The main owner, Dunham , 
abandoned all title to the underw riters who had insured his vessel, except the rigid to 
"benefit o f  salvage." T he cargo, w hich was insured by the C ontinental Insurance 
Company, was also abandoned to the underwriters immediately after the loss. Continental, 
on June 30, 1883, sold the coal cargo to M urphy for $1,500. At this time, neither M urphy, 
nor Dunham , nor Continental knew the whereabouts o f the wreck. During the sum m er o f 
1883, D unham 's hired hardhat d iver located the shipw reck in 4 0  feet o f  w ater 
approxim ately w here she was last seen at anchor. No attem pt was m ade to raise the
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schooner or its cargo that season, since Dunham had expressed the opinion that the cargo
could not be saved except at a cost exceeding its value.137
Dunham, on January 31, 1884, sent a letter to the underwriters o f the vessel and to 
Murphy, in which he said:
Please take notice th a t I , us p a r t  ow ner o f the schooner W ells 
Hurt, am  desirous of ra ising  and restoring  sa id  vessel, and  saving 
h e r cargo. You, having an in te rest in sa id  vessel, have a rig h t to
d e te rm in e  w h eth er you will rescue sa id  vessel an d  carg o  o r
abandon the sam e to w hom ever m ay a ttem p t it. 1 will proceed to 
save sa id  cargo  if  you w ill, w ith in  th ir ty  day s, le t me know  
w hat y o u r w ishes a rc  in th e  prem ises; and , unless I h e a r  from  
you in w riting  a t  the exp ira tion  o f sa id  tim e, I shall in fe r th a t 
you abandon the sam e as a to tal loss, and  th a t I am  a t liberty  to 
save w hat I c a n .138
The underwriters responded evasively, and M urphy replied, on February 15, 1884:
In reply to y ou r favor of Ja n . 31st, would say th a t I do not 
ab an d o n  my in te re s t in sch o o n er W ells B u rt a n d  cargo , n o r 
au thorize  you n o r any p a rty  to save w hat you can from  sam e, bu t 
h e re b y  give you d u e  n o tice  th a t  I h av e  a lr e a d y  beg u n  
p rep a ra tio n s fo r rescuing th e  sam e .139
Shortly thereafter, M urphy visited Dunham in Chicago and attem pted to buy his 
interest in the W ells Burt. N othing else was done, and in the m iddle o f  June, 1884, 
Dunham began his unsanctioned salvage, without license or authority, express o r implied, 
from either Murphy or the underwriters. In 28 days o f  salvage, he raised a total o f 981 tons 
o f  coal, which he sold in Chicago for the best price obtainable, $4,515.25. T he original
1377/»c Federal Reporter: Decisions in the Supreme Court o f the United States, "Murphy versus Dunham." 
(Washington. D. C.. 1889): 504-505.
I38//>W.. 505.
I39//;W.
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consignee o f  the coal cargo refused to receive the salvaged goods at Chicago, since he had 
been paid for their loss by the underw riters. However, as Dunham had calculated the 
previous year, his was not a sound business venture, since the expenses am ounted to 
$5,487.27, for a loss o f $527 upon the expedition.
N either the underw riters nor M urphy, who was aware o f his rival’s activities in 
June o f 1884, made a move towards claiming Dunham’s salvaged coal until almost a year 
later, when, in May, 1885, M urphy filed suit in court for dam ages, claim ing title to the 
cargo.
Four years o f  legal and political w rangling produced several Suprem e Court 
statements, among them:
T he ca rg o  o f a vessel su n k  in fo rty  feel of w a te r  and  
abandoned  to the u n d erw rite rs  is the p ro p er subject o f a sale by 
such  u n d erw rite rs  to a th ird  person....
Such cargo  is n o t by th e  com m on law a w reck o f the  sea.
W reck  of the sea is confined to goods cast upon the shore , o r  to 
je tsa m , flo tsam , and  lagan ....
T he  U nited  S ta te s  h as  no title  to p ro p e rty  su n k  in the 
bo ttom  o f L ake M ich igan , as the  p ro p r ie to rsh ip  o f the s ta le  
ex tends to  the cen te r of th e  lake , su b jec t only to the r ig h t of 
congress to co n tro l its nav igation ....
I t seem s th a t the title  of the ow ner to  p ro p erty  lying a t the 
bo ttom  o f the sea is not d ivested , how ever long it m ay rem ain  
th ere , and  th a t no o th e r person  cun acqu ire  such title except by a 
condem nation and  sa le  in a d m ira lty .140
Since Illinois did not, in the 1880's, have a statute vesting title to such property in 
the state, title to property lying on the bottom  of Lake M ichigan thereby remains with the 
ow ner except through transfer "by condem nation and sale in admiralty." The owner can 
m ake a claim  to salvaged property a year and a day from the day the goods arc actually
]4Qibid., 503-504,
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taken and seized by the finder. Since M urphy had m ade legal claim to Dunham 's salvaged 
coal within "a year and a day," the court found in his favour and awarded him dam ages 
equal to the value o f the coal, less the expenses o f  salvage. This was surely "M urphy's 
Law" at work, since it had cost Dunham more money to raise the coal than he received for 
it at market. The court tried to give Murphy som e satisfaction:
I th in k  the  tru e  m easure  of dam ages in this ease is the value 
of the coal in C hicago, less the  necessary  expenses o f ra ising  it 
an d  c a rry in g  it a sh o re  by th e  use o f th e  m ost a p p ro v e d  
appliances fo r th a t purpose , and th a t the ease should  be re fe rred  
to  a co m m iss io n er to  m ak e  su ch  estim a te s  upo n  th e  b est 
evidence he can p ro cu re . I f  th e  c o u r t  is sa tis fied  th a t  such  
expense could not have been less th an  the value o f the coal, the 
decree will be entered  for nom inal dam ages on ly .141
All indications point to M urphy winning the court case, but losing his money.
Another precedent-setting court case established the fact that the United States could 
not claim  sovereign rights to abandoned property under English com m on law. In 1901, 
money was found on a body floating on the high seas, out o f the territorial jurisdiction o f 
any particular state and o f  the United States. The only thing which m ight have lead to 
identification o f the body was a scrap o f  paper in one pocket bearing the nam e "H. 
Sclrahc," but this proved a failure. The body and the money were brought into Gloucester, 
M assachusetts, by the salvors, two local m en nam ed W illiam  G ardner and W illiam  
Parsons, who libeled for salvage and were awarded a percentage o f  the total money. The
512. The political implications of these court decisions are still reverberating in Illinois in the 
1990's, particularly with the ease of salvage diver Harry Zych’s claims to the Lady Elgin shipwreck in 
Lake Michigan off Chicago. Zych is challenging Illinois state law by claiming ownership under federal 
legislation.
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rem aining sum  o f S 411.31 became the basis lor a fight between the stale and the federal 
governm ent.142
Under M assachusett statutes, when an estate lias been fully adm inistered by the 
public administrator, he shall deposit the balance o f  it with the treasurer o f the state, who 
shall hold it for the benefit of those who may have legal claims thereon. These statutes also 
provide that at any tim e within six years after the fund is so paid to the treasurer, any 
person, legally entitled, may receive the money thus deposited. Theodore I I. Tyndale was 
the public adm inistrator who received the $411.31 for deposit into the accounts o f  the 
public administration or into the treasury o f the commonwealth o f Massachusetts.
Thereupon, the United States appealed, claiming that it had a superior right to the 
possession o f  the funds under English comm on law which gave it sovereign rights to 
abandoned property. However, there is neither any statute nor any settled practice which 
requires the treasurer o f the United States to receive funds derived from such a source or in 
such a way. Speaking generally about lost properly, in England and in many other 
countries, the king is viewed as the new owner. The sovereignly o f the United States failed 
to work sim ilarly, since the final court decision was to pay the money over to the stale 
statutory public administrator. T he court decision left no doubts about the issue:
W hile th e re  can be no question th a t the  sovereign peoples in 
A nglo-Saxon A m erica , w h eth er the  various s ta te s  o r the United 
S tates, d id , in som e way, succeed to all the righ ts of the English 
k ing  and  o f the E nglish  people, yet, until som e recognized line 
of p ro c e d u re  o r som e action  o f congress in te rv en es, it is not 
w ith in  the  province o f the  cou rts  to de term ine  th a t the treasu ry  
o f  th e  U n ite d  S ta te s  r e p r e s e n ts  a n y  p a r t i c u l a r  ro y a l 
p re ro g a tiv e .143
14277ie Federal Reporter: Decisions in the Supreme Court o f  the United States. "United Suites versus 
Tyndale et al." (Washington, D. C., 1902): 820-821.
143/Wc/., 823.
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This issue o f United Slates sovereignty cam e to the fore again in 1976, in the case 
of T reasure Salvors. Inc. versus Abandoned Sailing V essel....Believed to he the Nuestra  
Sen ora de A tnc h a . Treasure Salvors, Inc. filed for confirm ation o f title and action for 
possession to an abandoned shipw reck in U. S. District Court, under adm iralty law. A 
sunken Spanish galleon was located on the continental shelf, outside Florida subm erged 
lands jurisdiction. The United States counterclaimed for title under the Antiquities Act and 
the Abandoned Properly A ct.144
The court determ ined that, since the A ntiquities Act applies to any object or 
antiquity situated on lands owned or controlled by the G overnm ent o f the United States, 
and because the Abandoned Properly act em braces property within the jurisdiction o f  the 
United States, the property o f the w reck involved in this case was neither w ithin the 
jurisdiction o f  the United States r.or owned or controlled by the U. S. G overnm ent.145
Treasure Salvors, Inc. asserted that, where a vessel has been abandoned, the finder 
in possession becomes the owner o f the vessel. The court conceded that such a claim  was 
properly  w ithin the scope o f  salvage action. G eneral principles o f  m aritim e and 
international law dictate that an abandonment constitutes a repudiation o f  ownership, and 
that a party taking possession under salvage operations may be considered a finder under 
the doctrine o f "animus rcvertendi," i.e., the owner has no intention o f returning.
The United States countered with the contention that objects o f antiquity recovered 
by persons subject to the jurisdiction o f the United States are taken in the nam e o f  the 
sovereign and are the property o f the people o f  this country as a whole, not the finders 
alone. The foundation o f this argum ent was the concept o f the sovereign prerogative, a
l4477it: Federal Reporter: Decisions in the Supreme Court o f  the United States. "Treasure Salvors, Inc.
versus Abandoned Sailing Vessel...Believed to be the Nuestra Senora de Atocha." (Washington, D. C., 
1976): 907.
U5lbid., 908, 910.
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common law notion derived from the right o f the king o f England to objects recovered from 
the sea by his subjects.146
The court concluded that "Congress has not exercised its sovereign prerogative to 
the extent necessary to justify  a claim  to an abandoned vessel located on the outer 
continental shelf."147 Possession and title were conferred upon the finder o f the shipwreck.
In another court action two years later involving the same key characters, the United 
States government argued that one o f the elements o f a salvage action, namely the existence 
of a m arine peril, was absent from the Atochci controversy, and that the district court cried 
in applying the law o f  salvage. The court found that
T h e g o v e rn m e n t's  a rg u m e n t th a t  no m arin e  p e ril ex isted  
ignores the rea lity  of (he s itu a tio n . M arine peril includes m ore 
th a n  th e  th r e a t  o f s to rm , fire , o r p ira c y  to  a vessel in 
nav igation . In  T h o m p s o n  v e rs u s  O n e  A n c h o r  a n d  T w o  C h a in s .
" th e  'm a rin e  p e r il ' consisted  in th e  fac t th a t the an ch o rs  and 
chains w ere ac tu a lly  lost. I f  they had been resting  on a reef, 
w here they  could be seen, they would undoubted ly  have been in 
'p e r i l ' o f being lost, an d  th e  'm a rin e  p e ril ' ce rta in ly  w as not 
d im in ish ed  o r extinguished  by the fac t th a t they w ere ac tually  
lost."  T h ere  is no d ispu te  th a t the A to e  ha  was lost. liven a fte r  
d iscovery  of the vessel's location , it is s till in peril of being 
lost th ro u g h  the actions o f the e lem en ts.1411
The Suprem e Court also determined that the district court had correctly applied the 
law o f  finds in this case, in view of the fact that the disposition of a wrecked vessel whose 
very location had been lost for centuries as though its owner was still in existence would be 
stretching fiction to absurd lengths. Under the "law of finds," title to abandoned property
iA6lbid„ 909.
H1lbid.. 911.
14877i c  Federal Reporter: Decisions in the Supreme Court o f  the United States. "Treasure Salvors, Inc.
versus Abandoned Sailing VesseI...Bclicvcd to be the Nuestra Senora deAtocha." (Washington, ID. C„ 
1978): 337.
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vests in the person who reduces that property to his or her possession. The main difference 
between the "law o f  finds'' and "salvage law" is that under "salvage law," the claim  of the 
finder o f  abandoned property is satisfied by proceeds from the sail o f that property paid 
into the court. The "law of finds" relinquishes the property itse lf to the finder, the 
disposition o f which becomes his personal m atter.149 The court concluded that
A lthough a t least one s ta te  has invoked E nglish  com m on law  
to aw ard  ow nersh ip  o f a sunken  vessel to the  sovereign IB rv i n 
versus M assachusetts. 19571, the "A m erican ru le ” vesting title in the 
finder has been widely recognized by courts and  w rite rs .150
Treasure Salvors, Inc had just begun to fight. In the well-publicized State o f Florida 
v e rsu s  T reasu re  S a lv o rs . Inc . in 1980, the facts began w ith  the com pany’s orig inal 
contracts w ith the State o f  Florida, m ade in 1971-1974, for salvage o f  the A to c h a  
shipw reck, which originally was believed to be in Florida territorial waters. Later it was 
found that the w reck lay outside Florida subm erged lands, on the continental shelf. 
Treasure Salvors, Inc. then filed an admiralty claim  for title to the sunken Spanish galleon 
in U. S. District Court. The United States counterclaim ed for ow nership in 1976 and 
appealed in 1978 (see earlier descriptions). The State o f Florida supported U. S. claim s, 
but federal courts awarded title to Treasure Salvors, Inc. The District Court then issued an 
order for the return o f  "treasure" held by the State o f  Florida. This "treasure" was obtained 
by the state through the prior contracts, which gave Florida 25%  o f any artifacts found. 
The court directed the state to deliver the involved artifacts to District Court. Florida refused 
and appealed.151
u 9 Ihid.. 331,337.
' 50 Ibid., 343.
151 The Federal Reporter. Decisions in the Supreme Court o f  the United States. "State o f Florida, 
Department of State versus Treasure Salvors, Inc." (Washington, D. C., 1980): 1343-1344.
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Florida asserted ownership o f the disputed artifacts, declaring that the District 
Court's "attem pt to adjudicate ownership is, in essence, a suit against the sta te ."152 Such 
suits arc barred by the U. S. Constitution Eleventh A m endm ent.155 The U. S. Court of 
Appeals held that the Eleventh Amendment protections did not apply to Florida in this case, 
because there was a controversy over title. The prior Florida contract with Treasure 
Salvors, Inc. was rescinded because o f  "mutual m istake."154 The wreck was found to tie 
on continental shelf lands, not Florida subm erged lands. The District Court orders were 
upheld and Florida was not found to have ownership o f the involved artifacts.155
The state has jurisdiction over its waters to a three-m ile limit; beyond that, the 
federal governm ent has jurisdiction to the twelve-m ile line, where the waters become 
international. The question o f jurisdiction over certain waters was put to the test in the case 
o f  S ubaq u eo u s E xplora tion  & A rch aeo lo g y . L td , versus U n id en tif ied . W recked  and 
A bandoned Vessel, et al. in 1983. Subaqueous Exploration & Archaeology, Ltd. located 
three shipw recks on M aryland subm erged lands o f the Atlantic Ocean. The com pany 
invoked  adm iralty  ju risd ic tion  in U. S. D istrict Court, for title to the vessels or, 
alternatively , "full and liberal salvage awards to com pensate them  for their efforts to 
recover vessels and their cargo ."156 The sunken vessels were then "arrested” by L. -S.
152/Wc/., 1345.
152The precise wording of the Eleventh Amendment (ratified on February 7, 1795) is, "The Judicial power 
o f  the United States shall not be construed to extend to any suit in law or equity, commenced or 
prosecuted against one of the United States by Citizens of another Suite, or by Citizens or Subjects of 
any Foreign State.”
154/W</., 1349.
] 55 Ibid., 1351.
15677ie Federal Supplement. Decisions in the Supreme Court o f  the United States. "Subaqueous 
Explorations & Archaeology, Ltd., versus Unidentified, Wrecked and Abandoned Vessel." (Washington, 
D. C., 1983): 597.
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M arshals.157 M aryland filed motions to dism iss the suit because these shipw recks were 
property o f  the state and the Eleventh Amendment barred plaintiff actions.
The Eleventh Amendment o f  the U. S. Constitution bars suits against a state unless 
the stale waives sovereign imm unity or consents to the suit. Since no M aryland state 
official acted outside his scope o f  statutory authority and sovereign im m unity was not 
waived, the federal District Court could not assert jurisdiction. M aryland title to abandoned 
shipwrecks on state submerged lands was supported by the federal Subm erged Lands Act, 
authority o f  slate police powers, and state statute regulating historic and archaeological 
resources. "Cultural or aesthetic interests are proper objects o f public w elfare which the 
stale may protect pursuant to its police pow ers."158 The rights o f state m anagem ent and 
developm ent over subm erged lands under the federal Subm erged Lands A ct includes 
historic or archaeological objects.
The federal District Court lacked jurisdiction in this case, so the state o f  M aryland's 
motions to dismiss were granted.159
One recent state court case, the State of Michigan versus M assey, must be described 
regarding the unauthorized rem oval o f artifacts from Great Lakes shipw recks. M assey 
rem oved two w ooden stock anchors from the Straits o f M ackinac on A ugust 24, 1981, 
believed to be from the sunken wreck, Richard Winslow, which sank in the late 1800’s and 
which was the first four-masted sailing vessel on the Great Lakes. He was later convicted 
by a ju ry  for "recovering and concealing state-ow ned stolen property valued at over 
$500"l6(). M assey's actions were illegal under state statute. State D istrict C ourt ruled that
l57//>W„ 600.
15% W ., 609.
159/Wrf.. 614.
Western Reporter, State o f  Michigan. "People of the State of Michigan versus Mark Alan 
Massey." (Lansing, Michigan; 1984); 615.
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the involved state statute was unconstitutional and in conflict with federal admiralty law. 
The case was appealed by the State of Michigan.
The findings indicated that states retain significant autonomy in unpreemplcd areas, 
and the federal government has traditionally deferred to authority o f slate police powers in 
unpreem plcd m atters. A bandoned shipw reck resources on Great Lakes bottom lands 
represent an unpreem pted area. State statutes do not conflict w ith federal admiralty and 
maritime laws. State statutes, in fact,
supp lem ent the s ta te 's  con tro l over G reat Lakes bo ttom lands 
g ran ted  to it by the  G re a t Lakes Subm erged L ands Act anti the 
federal Subm erged Lands A ct, so as to include item s of historical 
and  recreational value located  on o r  contained th e re in .161
Preservation and regulation o f historical, cultural or recreational resources are 
matters within traditional authority o f  state police powers.
The M ichigan s ta tu te , un like the con tested  F lo rid a  s ta tu te , 
conform s to tra d itio n a l m aritim e  princip les in th a t it does not 
p u rp o r t  to lim it ex p lo ra tio n  itse lf  to c e rta in  licensees w ithout 
re g a rd  to  th e ir  d iligence o r  success. R a th e r, the w ate rs  of the 
G re a t Lakes rem ain  open to  p re lim in a ry  exploration  by all, and 
p e rm its  m ust be sough t only by those who seek to b rin g  up 
p a r tic u la r  item s a lready  d iscovered .162
T he court ruled that the statu te declaring abandoned properly o f  historical or 
recreational value found on Great Lakes bottomlands to be state property is constitutional. 
It does not "impermissibly interfere with federal maritime or admiralty law ."163
The specific cases that follow in Chapter Seven m irror aspects o f this legislation, 
including the Canada Shipping Act, in effect at the time o f loss in the St. C lair River.
161 Ibid., 619.
W-Ibid.
163Ibid., 620.
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CHAPTER VII 
Specific St. Clair River Marine Losses 
Detailed and Examined
a) T h e  J o lie t  (S e p te m b e r  22 , 1911)
The St. C lair R iver Tog late in 1911 m utely caused the dem ise o f  a large steel 
freighter named the Jo lie t. This vessel, 266' x 38'2" x 19'8", w ith a gross tonnage o f  
1,935 and 1,596 net, slid down the rampways o f the Cleveland Ship Building Com pany on 
February 20, 1890 as hull num ber seven ,164 official num ber 76873 ,165 and, 21 years 
later, sailed proudly as part o f  the 112-vessel fleet o f the Pittsburgh Steam ship Com pany, 
known then simply as "the Steel T rust."166
In the course o f  her 21 years, the Joliet had alw ays hauled iron ore for the G reat 
Lakes steel industry. Owned from 1890 until 1900 by the Superior Iron M ining Com pany 
o f  Ishpcm ing, M ich igan ,167 the Jo lie t  was purchased by Henry W . O liver, w ho also 
acquired the three other vessels that comprised the small Superior Iron M ining Com pany 
fleet, plus three other freighters, to establish the seven-vessel fleet o f  Andrew C arnegie's 
first Pittsburgh Steam ship Com pany. This enterprise was bought out a year later by J. 
Picrpont M organ and his partner, Elbert H. Gary, who form ed the United States Steel
164"Master Sheet" on the Joliet. Institute for Great Lakes Research, Bowling Green State University, 
Ohio.
16-*”Ship Information and Data Record" on the Joliet. The Herman G. Runge Collection, Milwaukee 
Public Library, Milwaukee, Wisconsin.
166Van Der Linden, and the Marine Historical Society of Detroit. Great Lakes Ships We Remember 
(Cleveland: Freshwater Press, 1979): 233.
167Master Sheet" on the Joliet, op. cit.
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C o rp o ra tio n ,168 and, for the next ten years, the Jo lie t, new ly registered at Duluth, 
M innesota, sailed under their company flag.
The vessel, Joliet, however, was not actually sailing on her final night afloat. By 
2:00 A. M., Friday, Septem ber 22, 1911, the Joliet had been lying at anchor with a cargo 
o f  iron ore for three hours already in Canadian waters opposite M iller's Coal Dock in Port 
Huron near the mouth o f the St. C lair River. Her 900 horsepower, triple expansion steam 
engine and twin boilers169 rested that night. Capt. H. F. Clegg, the ship's master, eyeing 
the fog-shrouded river and realizing the inherent risks in sailing through the St. Clair Flats 
into the shallows o f the likely-cqually-bem istcd Lake St. Clair, had decided against taking 
his charge any further until the next day's sunshine dissipated the haze.
It was at that time, in the middle o f the night, that another Steel Trust ship, the steel 
steam er, H enry Phipps , at alm ost 600' long, one o f the largest steel hulls on the lakes, 
collided with the Joliet, sinking her within minutes. Distress signals em anated from both 
vessels, awakening all 23 people on board the doomed Joliet, as well as most o f the crew 
o f the Phipps, and m any people on shore.
Charles D. Beard awoke abruptly at his home in Port Huron to the sudden sounds 
o f  the river clam our, and he im m ediately telephoned Dan Lynn, who operated the Lynn 
M arine Reporting Agency, telling him about the emergency. Lynn directly left his house, 
jum ped into a  small boat, and pulled out into the foggy river, hoping to rescue the victims 
whose cries for help could be heard from shore. M eanwhile, Beard, using a m egaphone 
from  the em bankm ent, called out that help was on its way, and instructed the victims to 
continue their shouts in order to guide the rescue boat.170
168Van Der Linden, et at., Great Lakes Ships We Remember, op. cit„ 233.
169"/bid,
170The Port Huron Times Herald, Sept. 22, 1911.
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At the time o f the collision, the steamer Ontario cruised upbound on a course which 
would take her right into the Joliet. Due to the dense fog, the Ontario  could not see the 
danger ahead, including the humans struggling for survival in the water. Lynn, shouting as 
loudly as possible, and Beard, using his m egaphone to the utmost, com m unicated to the 
Ontario to stop, a feat which she barely accomplished in time.
Lynn first found two sailors, the m ate and the second eng ineer, c ling ing  
exhaustcdly to the rigging o f the sunken ship. He took them  on board and left them  on the 
Canadian shore on one o f the Reid W recking Com pany's tugs. At that point, the tug also 
disem barked in search o f survivors.
Before the Joliet sank, one o f her lifeboats had quickly been launched, and many of 
the crew , including the one woman on board, found escape in that. The P h ip p s  had 
managed to stop her engines, drop anchor, and launch two yawlboats to effect the rescue of 
the rem aining crew . Since the Phipps was only slightly damaged, she proceeded down the 
river, w here she continued to have a bad night. "....A few minutes after she started, she 
collided with the passenger steamer Alpena.... Both boats were somewhat dam aged but not 
enough to prevent them from continuing their voyages...."171
One crcwmember had an exceptionally dramatic rescue, as the local press reported:
MAN SAVES SELF WITH BARREL
. . . .M ira c u lo u s  in d eed  w as th e  escape  o f F ir s t  E n g in e e r  
G ustave  C. D eoska, o f...C h icago , w ho m ade the  e ffo rt to  save 
h is c lo th ing  w hen the  Jo lie t w as h it. H e w en t b ack  in to  the  
c a b in , im m ediately  a f te r  the  Jo lie t w as s tru c k . T he b o a t w as 
s in k in g  w hen he reach ed  d eck , a n d  an explosion fro m  som e 
source occurred  a lm ost im m ediately. Deoska was h u rled  a b o u t 10 
fee t th ro u g h  the  a i r  in to  th e  r iv e r . F o r  sev era l m in u tes  he 
s tru g g le d  in th e  w a te r  w ith o u t an y th in g  on w hich  to  c lin g .
171PubIic Archives of Canada, Ottawa, R. G. 42, Series II B I, Valume 194, File #32127, document #2.
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
9 8
F inally , ju s t  as he w as n e a r giving up  hope, lie happened  to 
clu tch  a  passing  b a rre l and  he floated on down the river w ith it 
as a so rt of life p reserver. A fter being in the w ater abou t a h a lf  
h o u r he was picked up by the sm all b o a t . '7 -
All m em bers o f  the crew  were saved, although this fact was not im m ediately 
ascertained; it was several hours before officials could relax the crew’s tension with this 
good news. M eanw hile, the four-year-old P hipps  was only slightly dam aged, and she 
proceeded downriver, politely taking the remaining crew o f  the sunken Joliet with h e r.173 
W reckers were sum m oned immediately to determine the possibility o f salvaging the Joliet, 
or o f rem oving her from her present menacing position. Having sunk in 40’ o f  water, only 
her sm okestack and a portion o f her cabin were visible above the water’s surface.
W arning lights were immediately placed on the Joliet, and the Reid lug, the City o f  
Scimict, rem ained w ithin 20 feet o f  the wreck all night long to warn passing ships o f  the 
danger.174 Four days later, hopes o f  salvage were fading:
JOLIET MAY BE 
DYNAMITED
T H O U G H T  T H A T  IT  W O U LD  C O S T  M O R E  T O  R A ISE  
B O A T  T H A N  IT  IS  W O R T H
...As th e re  is a s tro n g  c u rre n t a t  th is po in t in the  riv e r w ith 
14 fee t o f  w a te r  above h e r  deck , it  w ould no d o u b t cost the 
P ittsb u rg  S team sh ip  com pany m ore m oney to ra ise  and  float her 
th a n  she is w o rth ....it would no t be a big su rp rise  to  som e of 
th e  peop le  h e re  if  som e of these  days, they should  h ap p en  to
m Ibid.
17^The Port Huron Times Herald, Sept. 23, 1911.
m lbid.
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h ear a load rep o rt which would come from  the  blowing up of the 
J o l i e t .175
Three days later, it again looked as though the Joliet would be raised:
WILL RAISE JOLIET
Work is to Be Done by the Pittsburgh 
Steamship Company.
A ccording to a s ta tem en t given o u t yesterday  by C apt. J .  W.
YVesteott, D e tro it re p re se n ta tiv e  fo r  the  P ittsb u rg h  S team sh ip  
com pany, the  w ork  o f ra is in g  the  w reck  o f the  s te a m e r Jo lie t 
will be done en tire ly  by th e  P ittsb u rg h  S team sh ip  Co. He sta ted  
th a t it was not policy o r th e  com pany to  allow  the  governm ent 
to rem ove obstructions in the channels fo r w hich the  com pany is 
re sp o n s ib le .
...M u rin e  ex p erts  say  th a t  it  w ill be a lm o st im possib le  to 
build a cofferdam  as the  c u rre n t a t  this po in t is too sw ift, while 
the boat is also lying in  a n a rro w  portion  of the  ch an n e l.176
Tw o days later, Captains B aker and Reid, local W recking M asters, refused to 
com m ence work on raising the shipwreck, citing the heavy current running over the Joliet's 
subm erged decks and the fact that it looked as though the sunken vessel had been cut right 
in two, complicated by a large hole in her starboard side near the num ber four hatch .177
The City o f  Sarnia  resum ed her ferry duties, replaced at the direction o f  the Lake 
Carriers Association by the lightship, Kewaunee, which w as stationed im m ediately above 
the wreck o f  the Joliet. W illiam  Livingstone, President o f the Lake Carrier’s Association, 
the real watchdog overseeing the smooth operation o f commercial shipping interests on the
175The Port Huron Times Herald, Sept. 27, 1911.
176The Port Huron Times Herald, Sept. 30, 1911.
177The Port Huron Times Herald, Oct. 2, 1911.
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Great Lakes, issued from his office in Detroit a "Notice to M ariners" bulletin to all ships' 
masters, warning o f the danger in the St. Clair River caused by the Joliet, and describing 
the lights used to mark this hazard to navigation.178 The bulletin clearly spelled out the 
traffic pattern for shipping: all downbound vessels were ordered to "pass on the American 
side o f  the wreck and all upbound vessels on the Canadian side."179
On Septem ber 29, 1911, a week after the sinking, R obert M acA dam , Sarnia's 
H arbour M aster, belatedly180 notified A. J. Johnston, the Deputy M inister o f  M arine and 
Fisheries in Ottawa, describing the collision as occurring "under alm ost exactly the same 
circum stances as those o f the Gilbert-G enoa  collision [in the St. C lair River] o f  a month 
a g o ."181 His letter indicated the urgency o f  the situation, considering the shipw reck 's 
position:
...She w ent down about five hundred [sic; presumably "feet"] from  
the C an ad ian  sh o re , consequen tly  in C an ad ian  w a te r , an d  lies 
w ith twelve feet of w ate r over h e r m ain deck, an d  w ith the sp ars  
and  tops o f  the  deck houses only show ing....
The owners o f the Jo lie t [this was incorrect; it was really the Lake 
Carriers Association] have placed a ligh t ship  alongside of h e r  and 
m ain ta in  it  there . I t  is n o t yet know n w hat they p ropose  to  do 
ab o u t ra ising  her. She is in a bad place, being in th e  m iddle o f 
the navigable channel, an d  the  c u rre n t, being a t  th a t po in t very
178Public Archives of Canada, Ottawa, R. G. 42, Scries II B l, Volume 194, File #32127, document #20. 
The warning arrangement of lights on the lightship Kewaunee were: "Three lights on her spar arranged 
perpendicularly five feet apart, the top light being red and the two lower lights being white. The red 
light is thirty-five feet above the deck. There is also a white light on the after flag pole and a white 
light suspended in the rigging on each side. During thick and foggy weather the fog whistle on the 
Kewaunee will sound five short blasts at one minute intervals and during the intermissions the fog bell 
will be sounded.." The portions of the Joliet that showed above water also served as light bases: "The 
Joliet has one white light in the rigging on the port side twelve feet above the water; also one white 
light in the fore rigging thirty feet above the water; also one light in the after rigging six feet above the 
water.”
179//uV/.
18®MacAdams explained the delay of his correspondence: "I have been away from town for some days, 
which is the reason why 1 have not reported to you sooner."
181 Public Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #2.
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sw ift, an d  tlie w a te r being fo rty  feet deep, the w ork o f ra ising  
h e r prom ises to be one of considerab le  d ifficu lty ....1 8 2
At the same time, Col. C. M cD. Tow nsend, o f the Corps o f Engineers office in 
Detroit, M ichigan, sent a blueprint o f the Joliet's position in the Si. C lair River to Colonel 
W m . P. Anderson, the C hief Engineer with the Department o f M arine and Fisheries in 
Ottawa. His brief note indicated that "...This wreck is apparently in Canadian waters, and 1 
should therefore be glad to hear from you before taking any action with reference to its 
rem oval.” 183 Anderson im m ediately acknowledged receipt o f  Townsend's letter, with the 
understanding that the Canadian Department o f Marine and Fisiieries would be calling upon 
the owners o f the Joliet to remove the obstruction.184
Com m ercial diver examination o f  the Joliet's hull was delayed by "the fact that the 
w ater is not clear at this po in t."185 W aiting three or four days for the w ater to become 
"absolutely clear" did not seem  out o f  the ordinary, nor did the delay detract from the 
com m only-held belief that hardhat diving was limited to brave, muscular men who felt at 
hom e in even the most hostile environment.
On October 11, 1911, hardhat divers who were making an examination o f the Joliet 
verified that she was broken in two, and that she was so badly damaged that it would be 
im possible to refloat her. C aptain W . W. Sm ith, in his official capacity as m arine 
superintendent o f the Pittsburg Steamship Company (a subsidiary o f the United Stales Steel 
C orporation), im m ediately relayed this inform ation to W illiam  Livingstone. This news 
meant that the Joliet had to be removed as an obstruction to navigation, but it was not clear
[ n lbid.
•83public Archives of Canada, Ottawa, R. G. 42, Scries II B 1, Volume 194, File #32127, document 113.
184PubIic Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #4.
185The Port Huron Times Herald, Oct. 6, 19 11.
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whether she would be removed by her owners, in spile o f iheir determined statement to 
raise the vessel just two weeks earlier, or abandoned to the Canadian governm ent.180
It was cheaper and m ore expedient for the owners to take the latter route. On 
October 12, 1911, Livingstone in Detroit sent a telegram to Johnston in Ottawa, indicating 
that "...the owners [of the Joliet]  have abandoned all their rights, title, and interest in the 
steam er and disclaim further ownership in connection with it."187 He also admonished that, 
"As the boat is a m enace to navigation and should be removed, I respectfully call your 
attention to the m atter,1,188 which was an acceptably discrete way of letting the Canadian 
government know that the shipwreck was now their problem.
N eedless to  say, O ttaw a was incensed. On O ctober 13, 1911, a livid Johnston 
responded curtly to Livingstone with only three sentences:
O w n e rs  J O L IE T  c a n n o t a b a n d o n  re sp o n s ib ili ty  u n d e r  
C an ad ian  law . Wc shall rem ove w reck if they neglect h ilt will 
c o lle c t c o s t fro m  th em  f i r s t  o p p o r tu n i ty .  Am se n d in g  
e n g in e e r .189
Equally  curt w as Johnson 's letter to the United States Steel C orporation in 
C leveland, dated the same day, with the blunt warning to "Take steps to remove her [the 
Joliet] immediately or we shall do so at your expense."190
18&The Port Huron Times Herald, Oct. 12, 1911.
187Public Archives o f Canada, Ottawa, R. G. 42, Scries II B l, Volume 194, File #32127, document #5.
m lbid.
189Public Archives of Canada, Ottawa, R. G. 42, Scries It B l, Volume 194, File #32127, document #6.
1 "P u b lic  Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #7.
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Johnston im m ediately received a reply from the Pittsburg Steam ship Com pany 
office in Cleveland in reference, as they put it, "to our steam er Joliet,” 191 indicating that 
"W e have abandoned the ship and cannot authorize you to incur expense for our 
a c c o u n t ." 192 The gauntlet had been cast, and, fo r the C anadian governm ent, the 
challenging situation became uncomfortable. The wreckage absolutely had to be rem oved 
because it was a menace to navigation, but at whose undertaking and expense would this be 
done? W ould the C anadian governm ent becom e an international laughingstock if  the 
Pittsburg Steamship Company ignored their threat? Johnston immediated bared his teeth by 
w iring the Pittsburg Steam ship Com pany that "Under Canadian law you cannot evade 
responsibility for removal JOLIET. W e shall remove and collect from you unless you act 
im m ediately."193
M eanwhile, Colonel W m. P. Anderson, the C hief Engineer w ith the Canadian 
Department o f M arine and Fisheries, empowered his assistant, M r. B. H. Fraser, on behalf 
o f  the Canadian governm ent, to take and study the governm ent file on the Joliet, and "to 
proceed immediately to Sarnia and ascertain for what price and in what way the w reck can 
be most promptly rem oved."194 Colonel Anderson made it c lear that M r. Harris was not to 
conclude any contract with any salvager until he was certain that the owners o f  the vessel 
would not undertake the wreck’s removal. "If necessary, you m ight com m unicate w ith the 
owners while in Sarnia,"195 Anderson concluded.
O n October 16, 1911, Fraser checked into the plush, "absolutely f ire p ro o f Hotel 
Pontchartrain in dow ntow n Detroit, and im m ediately consulted w ith L ivingstone and
191Public Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #8. 
192//>/</.
193Pubiic Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #9. 
194Public Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #32, 
195 Ibid.
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Tow nsend, concluding that "The removal o f the Joliet is not an easy job....hope to reach 
som e definite decision today."196 Fraser felt that his hands were tied, since Livingstone 
indicated that he could not possibly obtain until the next week a decision from the owners 
regarding the removal o f the Joliet. In his gloom, Fraser, who was fam iliar with various 
nuances and precedents o f maritime law, suggested,
...the re  is nothing to do  b u t invite tenders fo r the rem oval to 
a c lear depth  of th irty  feet [a depth recommended by T ow nsend|....A t 
th e  sam e tim e I th in k  we should  w ait till we have a defin ite  
rep ly  from  C leveland before tak ing  final steps. The boat is not a 
dangerous o b stru c tio n , she is well lighted  and  th e re  is a good 
channel on each side.
I may say th a t there  is p robab ility  th a t while the ow ners of 
th e  Jo lie t m ay no t desire to take advantage o f being an A m erican 
C o rp o ra tio n  they  will claim  exem ption from  liab ility  u n d e r  a 
decision o f the English House o f Lords.
P a rtic u la rs  can be found in A spin-W alls (sic) M aritim e Law 
cases, Vol. 7, page 513 and  Vol. 8, pages 122, 134 & 29(1....19 7
196PubIic Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, Pile #32127, document #21. 
This is a letter From Fraser to Anderson, dated October 17, 1911.
,97Public Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #15. 
Fraser meant "Aspinall's Maritime Law cases,” the complete title being "Reports of Cases Relating to 
Maritime Law; Containing all the Decisions of the Courts of Law and Equity in the Untied Kingdom, 
etc." Volume VII, edited by James P. Aspinall and Butler Aspinall, published in London by Horace 
Cox in 1896, covered cases between 1890 and 1895; specifically, the 1894 court ruling from Volume 
VII referred to the case of the steamship, Crystal, which, becoming a total loss in the river Tyne in 
England, was at once abandoned by her owners. There was no evidence that the loss was caused by their 
default. The wreck lay in such a position as to be an obstruction to the harbour of the respondents, and 
was removed by them at a cost of almost 800 pounds. They then brought an action against the 
appellants to recover the expenses of such removal. Reversing the judgment of a lower court, the Court 
of Appeal in England held that the appellants were not liable, for the reason that section 56 of the 
Harbours, Docks, and Piers Clauses Act of 1847 (which stated that "the harbour master may remove 
any wreck or other obstruction to the harbour...and the expense of removing any such wreck...shall he 
repaid by the owner o f the same.") applies to ownership at the time that the expense of removing the 
obstruction is incurred, not to ownership at the time that the obstruction is created.
The Volume VIII page references are found in "Reports of the Cases Relating to maritime Law; 
Containing all the Decisions of the Courts of Law and Equity in the United Kingdom, etc." edited by 
J.P. Aspinall and Butler Aspinall, covering court cases from 1895 to 1899, published in London by 
Horace Cox in 1900. Specifically, these page references deal with various court decisions regarding the 
sinking of one vessel, the steamship, J. M. Lennard, which had capsized and sunk in the river Ouse in 
England on the night o f August 20, 1894. Again, litigation revolved around the term, "owner," with 
the court holding that "owner” means the person who was the owner of the vessel at the time when the 
expenses o f removal were incurred, and not the person who was the owner when the vessel sank, and
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Fraser made an agreement with Livingstone that the Canadian governm ent would 
delay steps in the removal o f  the w reck for a week or so to give the Pittsburg Steam ship 
Company more time to consider the question o f accepting liability.198 However, the plan 
failed.
By O ctober 27, 1911, ten days a fter Fraser's agreem ent, no word had been 
received in Ottawa from either the President o f  the Lake Carriers Association or the United 
Stales Steel Corporation regarding the fate o f  the Joliet. A disheartened Fraser issued a 
memorandum stating
...I would recom m end th u t ten d ers  be invited im m ediately fo r
the rem oval o f the w reck  to a  c le a r  d ep th  o f 30 fee t to the
satisfaction of the D epartm ent [of Marine and Fisheries]; tenderers to 
s ta te  tim e  of co m p le tio n  an d  give th e  u su a l s u re t ie s  fo r  
sa tis fa c to ry  p e rfo rm a n c e . T e n d e re rs  to have  th e  o p tio n  o f
rem oving the  w reck bodily or cu ttin g  h e r dow n to  th e  req u ired
d ep th , in the  la tte r  case regu la tions fo r the d isposal o f m ateria l 
rem oved would have to be m ade by the  D ep artm en t.199
In early  N ovem ber, 1911, as the navigation season on the G reat Lakes was 
draw ing to a close, foul weather set in. This did not so much affect the w reck o f the Joliet, 
since its removal was delayed by the slow process known as a call for tenders. However, 
vessels that were still active on the lakes, scam pering from port to port in an effort to 
squeeze yet one more cargo into transit and earn a few m ore dollars before the season
consequently that, where the owner of a vessel which had sunk had completely abandoned all ownership 
in the vessel before the expenses of removal were incurred, he was not liable for such expenses. It also 
established that the owner of a vessel at the time when she was sunk, who has abandoned the vessel to 
underwriters before the expenses are incurred, is not liable.
*98Public Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #13. 
These documents in government files in Ottawa are not numbered in perfect chronological order, 
probably due to haste in filing.
'" P u b lic  Archives o f Canada, Ottawa, R. G. 42, Series II B I, Volume 194, File #32127, document #17.
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ended for the winter, sometim es found them selves scurrying for the safety o f sheltered 
waters.
Such was the case with the steamer, Cherokee, and its two towbnrges, the Holland  
and the Brainerd, all owned by J. C. Garry o f  Saginaw, Michigan. The three vessels, all 
coal-laden, headed north out o f the St. C lair River into the open waters of Lake Huron on 
N ovem ber 1, 1911, when, confronted by a heavy snowstorm , they turned hack into the 
river. There, w hile attem pting to face all three o f  the vessels into the current before 
dropping anchor, the captain o f the steam er, prevented by the snowstorm from seeing the 
lights on or near the wreck o f  the Joliet, encountered serious difficulties. The lowbarge, 
Brainerd, collided with and carried away the light upstream from the wreck (by this time, 
the lightship had been replaced by a sm aller lightbuoy.) The other lowbarge, the Holland, 
however, struck the wreck o f the Joliet and sustained such injuries that it just barely made it 
to the M ichigan side o f the river before sinking. The Cherokee was uninjured.200
Sarnia H arbour M aster, Robert M acAdam, reported the incidents in a letter to the 
M inister o f  M arine and Fisheries, indicating that "several vessels have struck the wreck of 
the Joliet, sustaining more or less injury,"201 and he warned that, with the winter season of 
frequent snow storm s upon them, the possibility o f  a serious disaster resulting from the 
wreck o f  the Joliet was very real.
The desperate owner o f  the damaged vessels sought recompense from A. Johnston, 
the Deputy M inister o f  the Departm ent o f  M arine and Fisheries in Ottawa. J. C. G arry’s 
succinct, 35-word telegram, dated Novem ber 4 , 1911, concluded with the lam entation and
200Public Archives o f Canada, Ottawa, R. G. 42, Scries II B I, Volume 194, File 1132127, document 1122. 
20]Ibicl.
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call for action, "...causing about twenty thousand dollars loss and I should be reim bursed 
by some person."202
Johnston was not willing to be that person. On Novem ber 6, 1911, his ten-w ord 
letter closed the book on the case: "Telegram received. W ill assume no responsibility for 
damage your [sic] vessel."203
At the same time, the Deputy M inister o f M arine and Fisheries went ahead with a 
call for tenders with the following notice sent out to the different wrecking companies204:
T enders by w ire will be received up  to noon six teen th  in stan t 
| November 16, 1911J fo r rem oval of w recked steam er "Jo lie t"  now 
lying su n k  in S t. C la ir  R iver, o ff S arn ia . W reck  to be rem oved 
to a c lea r d ep th  o f th ir ty  feet to satisfac tion  o f th is  D epartm en t.
C o n tr a c to r  to  becom e p o sse sso r  o f m a te r ia l  w hen  w o rk  
com pleted. T en d erers  to have option  o f rem oving w reck bodily o r 
cu t h e r down to requ ired  dep th . M ateria l rem oved m ust be placed 
w here it will not becom e an  obstru c tio n  to  m avigation . W ork  to 
be s ta r te d  im m ediately  a f te r  acceptance o f te n d e r  and  proceeded 
w ith continuously  and  ten d erers  m ust s ta te  tim e o f com pletion.
A ccepted cheque of five h u n d red  d o lla rs  to  be fo rw arded  by 
m ail w hich will be fo rfe ited  if  C o n tra c to r  refuses to  proceed  
w ith w ork  o r  does not com plete it  w ith in  specified  tim e.
Lowest o r  any ten d er no t necessarily  accep ted .205
Ten wrecking com panies, all in Ontario, were contacted by the Purchasing and 
Contract Agent's O ffice of ‘.h e Canadian Departm ent o f  M arine and Fisheries: the T rotter 
W recking Com pany of Am herstburg; J. E. Johnston, Esq., W iarton; W. L. Horton, Esq., 
Goderich Dredging Com pany; John Harrison and Sons, Owen Sound; the K astner Lum ber 
Com pany, W iarton; A. M. H ackett, Esq., H ackett Tow ing and W recking C om pany,
-°2public Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #33.
203Public Archives of Canada, Ottawa, R. G. 42, Scries II B l, Volume 194, File #32127, document #34.
-IWpublic Archives of Canada, Ottawa, R. G .42 , Series II B l, Volume 194, File #32127, document #25.
205Public Archives of Canada. Ottawa, R. G. 42, Series II B I, Volume 194, File #32127, document #23.
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Am herstburg; the Reid W recking Com pany, Sarnia; Jas, Playfair, Esq.. Midland Towing 
and W recking Company; the Ganlcy Tug Line, Sault Sic. Marie; and the Owen Sound Tug 
Liner and Barge Com pany.206
Simultaneously, Johnston cabled the Pittsburg Steam ship Com pany with the news 
that his department had invited tenders for the removal o f their wrecked vessel, and that the 
Pittsburg Steamship Company would be responsible for the cost o f the work.207
The President o f the Pittsburg Steamship Company, H. Coulby, responded quickly 
on Novem ber 7, 1911: "...our examination o f wreck convinces us it cannot be raised and is 
a total loss, and will have to be blown up. Arc you asking bids for blowing up? Kindly 
answ er,”208 Johnston’s immediate response was a telegram stating
Am inviting  ten d ers  from  nil w recking com panies to rem ove 
the  w reck to c lear d ep th  th ir ty  feet. T enders to he in oil sixteen 
in s ta n t. C ondition  o f te n d e r  being th a t w reck  belong to p arly  
rem oving  sam e.200
A t this point in tim e, it can safely be assum ed that the Pittsburg S team ship 
Com pany engaged in a flurry o f activity discussing their options regarding their sunken 
vessel. It is one thing for a com pany to incur expense in rem oving their unfortunate ship 
after it has sunk, but it is quite another thing to incur expense by having som eone else 
rem ove their unfortunate ship after it has sunk, with that som eone else being told he can 
keep any portion o r all o f that vessel that he is capable o f salvaging.Thal way, the original 
ow ner still pays the bill, but hasn't so much as a scrap o f  the vessel that was form erly 
theirs.
206pub|jc Archives of Canada, Ottawa, R. G. 42, Scries II B l, Volume 194, Pile #32127, document #24.
207pub|jc Archives of Canada, Ottawa, R. G. 42, Scries II B l, Volume 194, Pile #32127, document #18.
208pub|ic Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, Pile #32127, document #36.
209public Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #35.
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By N ovem ber 15, 1911, the Pittsburg Steamship Company had hired an attorney, 
G. W. Cottrell, to handle the Joliet case. He wrote to Johnston in Ottawa:
...wc beg to say th a t we have carefu lly  considered th e  m a tte r  
and  we believe th a t by inv iting  ten d e rs  a t  the  p re se n t m om ent 
fo r  rem oving th is w reck a t  an  early  date , the cost will be unduly  
high. T he P ittsb u rg  S team sh ip  C om pany is p re p a re d  to  rem ove 
the  w reck  u n d e r  c o n d itio n s  sa tis fa c to ry  wc believe to  y o u r  
D epartm ent, next season, if we can com e to an  agreem ent. W e do 
not believe th a t the delay will be a hard sh ip  to  navigation . T h ere  
is a good channel on both  sides of the w reck, an d  wc a rc  p rep ared  
to  a r ra n g e  w ith the P resid en t o f th e  L ake C a rr ie rs  A ssociation  
fo r the m ain tenance o r p ro p e r  ligh ts an d  safc-guards a s  long as 
the  w reck rem ains an  obstruction .
Wc the re fo re  su bm it the follow ing proposition :
Wc will s ta r t  w ork  a t  the  c a r lis t possible m om ent n o t la te r  
th a n  the  open ing  o f  n av ig a tio n  nex t S p rin g , w ith  o u r  ow n 
equ ipm ent, and prosecu te  the rem oval o f the w reck to  com pletion 
in  a c c o rd a n c e  w ith  th e  b e s t w re c k in g  p ra c tic e  a n d  w ith  
reasonab le  d ispatch ; the  com pletion to  be to  the  sa tisfac tio n  of 
y o u r  D epartm en t. Wc have th e  necessary  equ ipm en t to  do th is 
w ork in  o u r possession Is ic ], an d  an tic ipa ting  a favourab le  [sic] 
rep ly  from  you, wc have a lready  begun the assem bling o f  such  a 
p lan t as  will be necessary , a t  S a rn ia , to  enable  th e  w o rk  to  be 
s ta r te d  w ithou t delay in  the  S p rin g . W c will need fro m  y o u r 
D e p a r tm e n t a ss is ta n c e  in  re g u la tio n  n av ig a tio n  [s ic ]  in th e  
v icinity  o f the  w reck w hile the  opera tions a rc  being c a rr ie d  out.
T he c u rre n t is s tro n g , the  w a te r is deep and  large  b o a ts  passing 
a t a  high speed will be dangerous to  the  successful ca rry in g  o u t 
o f the  und ertak in g  and  m igh t cause heavy dam age to p ro p e r ty  as 
well as loss of life.
W e should  be glad to have a rep ly  from  you a t  an  early  d a te  
as o u r  p rep ara tio n s will depend on y o u r a ttitude .
Wc u n d erstan d  th a t you will tak e  no steps to place the  w ork  
in the  hands o f any o th e r  p a rtie s  u n til you have fully considered  
o u r  p roposition  an d  given us a chance  to consu lt f u r th e r  w ith  
you provided  it is no t accepted .210
210Public Archives o f Canada. Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #69.
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It was, certainly, the response lor which Ottawa had hoped. Besides sim plifying 
the matter enormously by having the wreck's owner rem oving it at his expense, rather than 
paying som eone else to do it and then sending the bill to the ow ner and hoping lor 
payment, the governm ent call for tenders had not been very successful. John Harrison and 
Sons from  Owen Sound acknowledged receipt o f the call for tenders, but were unable to 
quote a price at the present time. They did, however, send Ottawa a photograph o f their 
tug, Harrison, with particulars as to power and size, and hoped that Ottawa would keep it 
on file for future reference.211
The Goliath o f Great Lakes wreckers, the Reid W recking Company o f Sarnia, had 
subm itted  the only tender. T heir plan was to bulk-head (that is, seal o ff most open 
portions) and pum p air into the two sections o f the sunken Joliet to displace (he water 
inside the vessel and float up the remains. They were quick to add that if conditions did not 
perm it this, "it w ould be necessary to dynim ite [sic]."212 For their work, they requested 
$35,000.00 plus the salvaged material. Unfortunately, by not stating the time of completion 
o f  this proposed undertaking, they did not completely comply with the lender req u e s t, but 
this om ission m ight have been conveniently overlooked or remedied by Ottaw a had the 
governm ent not been courting the Pittsburg Steamship Company.
On N ovem ber 18, 1911, two days past the deadline for submitting tenders, B. H. 
F raser subm itted a m em orandum  to Colonel W m. P. A nderson in Ottaw a, stating, "...I 
would strongly recom mend that the proposal o f the owners be accepted."213 His reasoning 
was that the Pittsburg Steam ship Company had a history o f reliability, there would be no 
cost to the Department o f Marine and Fisheries, and "the fact o f a company o f this kind
21 'Public Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, Pile #32127, document #37.
2l2Public Archives of Canada, Ottawa, R. G. 42, Scries II B l, Volume 194, File #32127, document #28.
2,3Public Archives o f Canada, Ottawa, R. G. 42, Scries II B l , Volume 194, File #32127, document #30.
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The Reid Wrecking Company’s
tender to remove the sunken Joliet from the St. Clair River.
JAN**—  C lO .P w tl W . H  R E I D ,  Tu c a .
I n A c c o u n t  WITH ' •
J . T . k C i O , 3 c c t y
■•.Div e r s ’ Ou t f it s
U M P S . E T C .
UnvnTnhnr T B tti I t m
9  ^\ \
U'-';
A. Johnston,
Deputy M inister of Marine & F isheries,
Ottawa.
Dear S ir :-
Complying with your request of Boventer 6 th , regarding the 
removal of the wrecked S tr JOLIET, sunk In the S t.C la ir R iver, o ff 
Sam la| *e her shy tender to  remove th is- Steamer to., the o lear depth of 
Thirty fe e t (30*), to  the sa tis fa c tio n  of your Department, with the 
understanding, th a t ,  Should we he awarded the oontraot, tha$- a l l  sa l­
vage from th is  Steamer he awarded to us; In. consideration of the 
above, we hereby agree to  oomplete the removal to  th e .depth above N 
specified**-Including the salvage, fo r the n e t sum of Thirty  Five 
Thousand Dollars (♦36,000.00), th is  amount to  be paid upon the com­
p le tio n  ojf the removal.
I t  i s  our plan to  bulk-head and pump o u t ,I f  poaBible, the 
two sections of the steamer, so th a t the ohannel w ill be e n tire ly  
o lea r, but should we find  th a t the oonditlont w ill not permit th is ,  
then i t  would be necessary to  dynimlte, or re'move the p a rts  to  the 
reoulred depth.
Hoping th a t th is  tender w ill he addeptable, and tha t we 
w ill be awarded the oontraot, we remain,
?er£  Respectfully fours,
The Reid W recking Co., Lm
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accepting full responsibility under the circum stances is o f  great value to us."21*1 His 
conclusion faulted the one omited item, namely the time o f completion, in the single tender 
submitted by the Reid W recking Company of Sarnia.
C olonel A nderson, a man o f few w ords, scraw led on the m em orandum , "I 
concur."215
On N ovem ber 21, 1911, O ttawa informed the Pittsburg Steam ship Company that 
their proposition, as contained in their recent reply, had received the consideration o f the 
D epartm ent o f  M arine and Fisheries, and that "the proposition as subm itted will be 
satisfactory ."216 Four days later, the Jo lie t’s  ow ner acknowledged receipt o f  their offer’s 
acceptance.217
Curiousity possibly overcame legalities when, on December I, 1911, the Pittsburg 
Steam ship Com pany's Insurance Agent, A. H. Langcll, wrote a letter to Ottawa requesting 
the amounts o f  the bids made by the wrecks for the removal o f the Joliet.218 His reaction to 
the D epartm ent o f M arine and Fisheries' honest reply ("..the only offer received was for 
the sum  o f $35,000.00, and that o ffe r was m ade w ith the understanding  that the 
Contractors should be allowed to retain all material rem oved")219 was not recorded, nor 
was any official reason ever given for this information request being made in the lirsl place.
The w inter o f  1911-1912 passed quietly on the St. C lair River. If the amount of 
correspondence and other paperwork pertaining to the Joliet is any indication, government 
offices on both sides o f  the river hibernated. W hen spring arrived and the business of
^ tb id .
215//?l£/.
216Public Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #31.
217Public Archives of Canada, Ottawa, R. G. 42, Scries II B l, Volume 194, File #32127, document #33.
218Public Archives of Canada, Ottawa, R. G. 42, Scries II B l, Volume 194, File #32127, document #34.
219Public Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #35.
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clearing the wreck o f the Jo lie t  had to be confronted with renew ed energy, W illiam  
Livingstone, the President o f the Lake Carriers Association in Detroit, wrote a letter to J. 
G. M cPhail, the Com m issioner o f Lighthouses, a branch o f the Departm ent o f  M arine and 
Fisheries in Ottawa. Livingstone briefly reviewed background information on the case, and 
outlined how the owners planned to raise the wreckage by using two large barges, acting as 
huge pontoons, one on each side o f the wreck. The barges would have two huge anchors 
with long cables running out towards either bank (with there being 400 feet o f  clear water 
on the Canadian side, and 600 feet on the American side.) The traditional navigation format 
remained the same, namely that upbound vessels would use the Canadian side o f  the river, 
while downbound, the American side. The gist o f  Livingstone's letter was a request:
O u r C om m ittee  on A ids to  N av igation  suggest th a t th e re  
shou ld  be fo u r s tak es  w ith  lam ps to show  c a p ta in s  ju s t  how  
close they can go to  the C anad ian  B ank. And I am  asked  if I will 
no t try  and  get the approval o f the  C anadian  G overnm ent to p u t 
them  in and  take charge o f them .
And fo r these reasons 1 am  tak ing  the  m a tte r  up  w ith you to 
see if  you will n o t k ind ly  a r ra n g e  in som e way to  have these 
s tak es  p u t in ....220
One can only chuckle with amusem ent on contem plating the look on Livingstone's 
face when he received a telegram from  J. Johnston, the Deputy M inister o f  M arine and 
Fisheries in Ottawa, providing approval for the suggestion to place stake lights between the 
Joliet wreck and the Canadian shore, but concluding with the perplexing line, "Understand 
you will make arrangem ents."221 Livingstone, concluding that the problem  in O ttaw a was 
financial, offered to furnish the stakes and lights, but made it clear that he preferred one o f 
the governm ent officers to position the stakes in their proper locations on the Canadian
220Public Archives of Canada, Ottawa, R. G. 42, Series II B i, Volume 194, File #32127, document #37.
22’Public Archives o f Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #39.
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shore. H inting at im patience, Livingstone asked "Can you not do this w ithout much 
inconvenience?" He closed by making it clear that the Lake Carriers Association wanted 
lights that would be recognized as regular Canadian government lights.222
B. H. Fraser, Acting C hief Engineer in the M arine and Fisheries Departm ent, 
appointed W. H. Carson as Engincer-in-chargc responsible for arranging the lights near the 
Joliet. Fraser informed Livingstone that Carson could be reached at the Vendome Hotel in 
Sarnia.223
Fraser's com plete instructions to Carson before the latlcr’s departure for Sarnia 
included arranging for stakes to mark the Canadian side o f the river "as requested by Mr. 
Livingstone."224 Carson was ordered to send full particulars to Ottawa immediately so that 
they could be included in the latest Notices to M ariners, and to sim ilarly advise Mr. 
L ivingstone so  the equivalent could be published in the United States. Fraser, having 
m astered the frugality o f governm ent office regarding public expenditures, ordered Carson 
to "Try and arrange with the owners o f the Joliet [the Pittsburg Steam ship Com pany 1 to 
provide the buoys and m aintain the lights."225 Carson’s final assignm ent was to report 
fully to the M arine and Fisheries Department on the work being done to the Joliet.
Carson proved to be outrightly eloquent and detailed in his responsible fulfillment 
o f  this latter instruction. W riting his first report from the Vendom e Hotel in Sarnia, 
Ontario, on M ay 11,1912, he described the undertaking:
...T he w reck a t  p resen t tics com pletely subm erged  in 40 feet 
o f w ntcr....T hc deck  cabins and  wheel house, m asts, etc. have all
222Public Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #40.
223PubIic Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #42.
224Public Archives of Canada, Ottawa, R. G. 42, Series II B 1, Vol ume 194, File #32127, document #41.
225Ibid.
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
117
been carried  away o r crushed  w ith the ice com ing down the riv er 
in the sp ring , so th a t no th ing  is visible above w ater.
On the east side or the S. S. (Steam  Ship] "Jo lie t"  is m oored 
fore  an d  a ft, the barge, " Jo h n  F ritz ,"  436' x 50' an d  a t  p resen t 
d raw ing  9 feet o f w ater. Im m ediately  on the o th e r s ide  o f the 
w reck  is m oored  the  b a rg e , " Jam e s  R asm yth ,"  385 ' x 45*6", 
loaded down with a cargo of coal an d  w ater and d raw ing  20 feet 
o f w ater. T his was done fo r  the  pu rpose  o f giving p ro tec tio n  to 
the two d ivers from  the very sw ift sou therly  u n d e rc u rre n t, while 
ca rry in g  the  d rillin g  opera tio n s ou t, below the  su rface . As soon 
as the  d r illin g  is com pleted  th is  b a rg e  w ill be w ith d ra w n . 
F u rth e r  west from  the "Jam es  R asm yth" is m oored fo re  an d  a ft 
the  th ird  barge, " Jo h n  S m eaton ," 446' x 50' and d raw in g  9 feet 
of w a te r a t present.
T h ro u g h  the  gunw ale p la tes o f the  w reck , holes a re  being 
d rilled  by com pressed a i r  d rills  and  in to  these holes, U -shaped 
bolts a re  being placed an d  bolted  up, m aking 30 on each side of 
the vessel. A ttached to th e  U-boIts a rc  heavy chains whose u p p e r 
ends a re  in  tu rn  cau g h t, by w h a t is te rm ed , a d ev il 's  claw , 
tu rn b u ck lc , and  a hanger, th a t clasps upon and  over the  gunw ale 
unglc irons.
T he w reck will thus be sup p o rted  by 60 heavy chains an d  an 
add itional 2 inch steel cab le  will be ca rrie d  u n d e r the  s te rn  and 
cau g h t up in a s im ila r  w ay to  th e  o th e r  fasten ings. T h e  tw o 
large  barges which will be on c ith e r side of the  w reck  a rc  being 
p rep ared  in th e ir  two cen tre  bulkheads in  a special m anner. Each 
b arge  a t  p resen t holds a b o u t 5 an d  a  h a lf  feet o f w a te r  in th e ir  
bottom s from  stem  to s te rn , b u t add itional s to rage  o f w a te r is to 
be secured  by add ing  6 feet m ore in the  following m anner.
T he two in te rio r  bu lkheads a re  divided up  longitud inally  by a 
w all 6 feet h igh from  th e  f lo o r o f th e  ho ld , fo rm ed  o f  two 
th ick n esses  o f heavy  p la n k in g , betw een  w hich is in te r —? — a  
sheet o f  canvas. T he p lan k  w alls a rc  a ll carefu lly  s tru tte d  w ith  
heavy tim b ers  an d  a ll jo in ts  a t  sides an d  floor a re  m ade tig h t 
w ith cem ent. C ap ta in  W . W . S m ith  in tends to pum p w a te r  in to  
the  two pontoons till a  d ep th  o f 11 an d  a  h a lf  feet o f  w a te r  is 
o b ta ined  in the  holds o f each , w hen each  vessel will th en  d raw  
ab o u t 20 feet. T he 60 chains will be m ade fast to  the  w reck  and 
a d ju s ted  w ith  the tu rn b u ck les  till every th ing  is tig h t. T he w a te r  
will then  be pum ped o u t o f the  long itud inal 6 foot h a lf  sections 
o f each vessel next the w reck  an d  the  resu lt expected is, th a t  the  
w reck  will be lifted  up w ith  th e  buoyancy o f the  pon toons. T he 
w a te r in  th e  o u te r h a lf  section  o f the pontoons will secu re  th e ir  
s ta b le  e q u ilib riu m  u n til th e  w hole o u tf it  is tow ed to  a sa fe  
b e r th in g  place.
O p era tio n s a re  now well advanced , the  chains a rc  a lm ost all 
in position  an d  m ost o f  th e  bo lts bo lted  dow n. T he b u lk h ead
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divisions a re  com pleted an d  only req u ire  cau lk ing  an d  tigh ten ing  
up before the  pum ping in of the w ater, which will take place in 
a few days w hen ev ery th ing  is in read in ess . T he how o f th e  
" J o h n  S m ea to n " is secu re ly  held  in  position  w ith  tw o la rg e  
an ch o rs , also by a 2" steel cable ab o u t 1800 feet long c a rr ie d  
ov er to  the  A m erican  sh o re  an d  an ch o red  th e re . W hen lifting  
opera tio n s begin any la te ra l m ovem ent caused by the cu rren t will 
only tend  to move the w reck  paralle l to the  C anad ian  shore . T he 
whole w ork  is being ca rrie d  out u n d e r the  personal superv ision  
o f C ap ta in  W. W . Sm ith  w ith  a gang of from  28 to 30 m en and  
is being done in a thoroughly  efficient m an n er an d  1 have every 
reason  to  believe the  re su lt will be successful and sa tisfac to ry .
The lightship  "K ew aunee" w hich was moved above the w reck  has 
been rem oved an d  instead, the  "John  Sm eaton" and  "Jo h n  l 'r i tz "  
each  c a rry  a t  n igh t, fo rw ard , on the fo restay , one an ch o r light 
an d  two h a rb o u r  tigh ts on the bows, while aft, each c a rry  (s ic )  
one s te rn  ligh t and  two h a rb o u r  lights on the m ain stays of the 
fu n n e ls .22**
Four days later, Carson, again writing from the Vendome Hotel in Sarnia to his 
superior, Fraser, in O ttaw a, described his success in arranging, or rather, w rangling, 
satisfactorily the provision o f the buoys and maintenance of the lights with the owners of 
the Joliet. He also painstakingly surveyed the Canadian bank and submitted a plan showing 
its location in relation to the wreck. That plan also indicated where the light buoys were 
first set, and w here they were now. Carson had set four stakes, after which a  fisherman 
nam ed Charles Chester, o f  251 Queen Street, Sarnia, confronted him with very strong 
objections, arguing that the foreshore opposite the wreck o f the Joliet was leased by him 
for fishing purposes from the Canadian governm ent, and that the stakes interfered with the 
dragging o f  his nets and other fishing business. Even in 1912, it didn't take too m uch to 
create bureaucracy —  or to cripple ill Carson was forced to relocate three slakes (the fourth 
was considered superfluous by then), an arrangement that left both fisherman C hester and 
M r. Lynn, Livingstone's Lake Carriers Association representative, satisfied 227
22(*PubIic Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File 1132127, document #51.
227Public Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #48.
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Carson had painted the three stakes red for easier daytime awareness, and at night, 
each stake showed a red light. The numbered stakes were placed near the Canadian shore, 
in about 21 feet o f water, with the distance between stake num ber one and num ber two 
being about 680 feet, and betw een num ber two and num ber three about 880 feet. This 
technical inform ation Carson conveyed to both Fraser in O ttaw a and Livingstone in 
D etroit.228 Notice o f the establishm ent o f the barges to m ark the w reck site o f the Joliet 
appeared in the official "Notices to Mariners" publication 229
W eeks went by, and the rem ains o f  the Joliet refused to budge. Finally, on June 8, 
1912, Coulby, the President o f the Pittsburg Steamship Com pany, wired Fraser in Ottawa 
that "...W e have m ade two attem pts but find it im possible to lift her o ff the bottom ....we 
arc satisfied the only way it can be done is w ith explosives...."230 W ith that, Coulby 
requested that Ottawa send a representative as quickly as possible to the wreck site in order 
to determine the next course o f action.
Fraser h im self appeared at the Vendom e Hotel in Sarnia by June 11, 1912, and 
after an inspection o f the site and discussion with Captain Sm ith, the wreck m aster for the 
Pittsburg Steamship Company, requested that a meeting be held in Detroit between him self 
and a representative o f  the com pany to prepare a new course o f  action for the Joliet, since 
removal was impossible.231
In D etroit on June 18, 1912, F raser m et w ith  M r. C o ttre ll, a com pany 
representative, and took the stand that the company was bound by its offer o f N ovem ber 
15, 1911. Fraser argued that a change in plans, since that company had abandoned all hope 
o f  removing the wreck by pontoons as originally intended, necessitated their submission of
228Publie Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #46.
229"Nolice to Mariners.” (Ottawa: Dominion of Canada): No. 29 of 1912, dated May 8, 1912.
230Public Archives o f Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #57.
231 Public Archives of Canada, Ottawa. R. G. 42, Series II B l, Volume 194, File #32127, document #62.
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another proposition for the approval o f the Department o f Marine and Fisheries before they 
could be released from the original undertaking.232 
W ith the change in modus operandi, another complication presented itself:
T he [Pittsburg Steam ship] C om pany expected  to m eet w ith 
o b jec tio n s  from  th e  com pany  co n tro llin g  th e  S a rn ia  tu n n e l 
sh o u ld  they  u n d e r ta k e  b la s tin g  o p e ra tio n s . T hey w ish the 
D ep artm en t [of Marine and Fisheries] to take som e steps tow ards 
p ro tec ting  them  in this m a tte r bu t I [F raser] s ta ted  th a t th is was 
e n tire ly  o u t of th e  q u e s tio n . T hey w ish  to  know  if  th e  
D epartm ent would provide an  inspector to see th a t any agreem ent 
th a t they m ight m ake w ith  the  tunnel com pany was adhered  to. 1 
th o u g h t th e re  could  be no o b jec tion  to  th is an d  consequen tly  
m ade the  following conditions to  be included in th e ir  offer:
T he w reck to  be rem oved to a c lea r dep th  of 30 feet low 
w a te r .
Any d eb ris  to  be deposited  only in im m ediate  v icin ity  Tor 
convenience in sw eeping.
All responsib ility  fo r  dam ages o f any kind to be assum ed by 
the  P ittsb u rg  S team sh ip  C om pany.
D efinite da te  fo r  com pletion to  be sta ted .
T he p roposed  m ethod  o f c lea rin g  aw ay the  w reck to he 
d esc rib ed .
The com pletion of the  w ork  to be to the sa tisfac tion  o f the
D epartm ent o f M arine and  F isheries o f C anada.
I f  req u ired  by the  com pany an in specto r will he supplied  by
the D epartm en t du ring  the  progress o f the w ork.233
The local press clearly indicated that, "As the wreck lies in Canadian waters, the 
D om inion authorities have jurisdiction, but the Pittsburgh Steam ship Com pany, owner of 
the Joliet, will conduct the wrecking operations."234
232PubIic Archives of Canada, Ottawa, R. G. 42, Scries II B i, Volume 194, File 1/32J27, document #70.
233Public Archives of Canada, Ottawa, R. G. 42, Scries II B l, Volume 194, File 1/32127, document 1115.
234The Sarnia Observer, June 25, 1912.
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Efforts to raise the wreck using barges as pontoons had been abandoned earlier that 
spring, but there was once again talk o f  building a type o f cofferdam  to break the current 
and raise the wreck that way.235
Commercial shipping was informed that the wrecking barges above the Joliet had 
been removed, and that the lightship, Kewaunee, returned, moored directly over the wreck, 
and "will continue to mark it until it is finally disposed of."236
By June 26, 1912, the decision to dynam ite the wreck was form ally proclaim ed in 
the press 237 Coulby announced, on July 3, 1912, that his com pany was ready to do  the 
dynam iting, since that was evidently the only way in which the obstruction could be 
rem oved. Desirous that all possible precautions be taken, C oulby  requested  that a 
representative o f  the Departm ent o f M arine and Fisheries be present to offer suggestions 
during the progress o f  the work.238
By early July, 1912, offers to help destroy the remains o f the Joliet reached the 
D epartm ent o f  M arine and Fisheries. From  famed hardhat d iver W illiam  Baker, o f  10 
Butler Street, Port Huron, came a brief note casually stating, "I understand you folks have 
som e work on the steam er Joliet for a Diver and as I have done som e work for you people 
on C olchester Light under Mr. Egan would like to do some on Jo lie t."239 From  Austin 
Powder Company o f Michigan, Detroit, arrived a letter indicating,
...wc un d erstan d  bids a re  to  be opened soon fo r [the Jo lie t’s] 
d estru c tio n  by dynam ite . Now we a rc  looking fo r an  o p p o rtu n ity  
to fu rn ish  the explosives. W ould it be ask ing  to [sic] m uch  of
235/Wrf.
236,,Notice to Mariners," Dominion of Canada, No. 46 of 1912, dated June 26, 1912.
237Thc Toledo Blade, June 26, 1912.
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you to  give us the nam e of the successful b idder?  If  so wc would 
th an k  you.240
Ottawa politely and noncommitally informed both volunteering parties that the work 
was being done by the owners, the Pittsburg Steamship Company, so the Departm ent o f 
M arine and Fisheries was in no legal position to hire them or use their products.241
Johnston, the Deputy M inister o f M arine and Fisheries, appointed one o f  the 
Departm ent's engineers, Mr. Emile M. Longtin, as inspector during the work o f removing 
the wreck o f the Joliet. Longtin, who left for Sarnia on July 8, 1912, to meet with Captain 
Sm ith on the m orning o f the ninth, had received instructions from Ottawa to see that the 
company’s terms were adhered to, to keep the Department informed of the progress, and to 
represent the Departm ent in assisting the company with their work, while at the same time 
having no authority to assume any responsibility that properly rested with the com pany.242
Coulby, m eanwhile, was quite concerned about one situation:
I p a rtic u la rly  desire , fo r  o u r  p ro tec tio n , and to avoid any 
con fusion  o r  d ifficu lty  in  the  fu tu re , th a t  the  in sp ec to r...lie  
in s tru c te d  to m ake a th o ro u g h  inspection of the G ran d  T ru n k  
T u n n e l, ru n n in g  u n d e r the  St. C la ir  R iver, before the w ork of 
d estroy ing  the  w reck  begins, an d  I w ould also ap p rec ia te  it, if 
th is in sp ec to r w ould, from  tim e to tim e, exam ine the condition  
o f the  tunnel as the work progresses, so th a t no dam age is hcing 
done by the  operation  of destroy ing  the w reck.
M y ow n opin ion  is th a t it w ould he im possible to  do any 
d am age to th is tunnel in rem oving the wreck of the Jo lie t, and  I 
am  confirm ed  in th is op inion a f te r  having discussed the m u tte r  
w ith m en who have hud u g re a t m any years o f experience  in 
doing this k ind  of w ork. T he only though t th a t o ccu rred  to me 
was th a t a f te r  the  w reck had been rem oved it m ight be cluim ed
240Public Archives of Canada, Ottawa, R. G. 42, Scries II B I, Volume 194, File #32127, document #83.
24IPublic Archives of Canada, Ottawa, R. G. 42, Scries II B l, Volume 194, File #32127, document #89.
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th a t the  rem oval had cuused dam age, which had existed before the 
Jo lie t was su n k .243
Unfortunately, Johnston's department had no authority whatsoever to m ake such an 
inspection o f the twenty-year-old railroad tunnel, and consequently could not instruct their 
engineer to do so .244 In fact, Longtin was specifically ordered not to inspect any tunnel 
without direct orders from Ottawa. "Do not comm it yourself in any way as to the effect o f 
blasting operations on this tunnel," Fraser comm anded 245
Longtin's first written report, dated July 13, 1912, was a three-page letter written 
on the smallish stationery o f the Hotel Vendome in Sarnia. Longtin stated that an inspection 
o f  the St. C lair Tunnel was made by Captain Sm ith and som e officials o f the Pittsburg 
Steamship Company, but that he himself had declined to join the party and had successfully 
evaded all questions they posed regarding blasting effects on the tunnel. His description of 
the actual work, as well as some details o f daily life, is best reported firsthand:
. . .B la s t in g  b e g a n  la s t  f r id a y  f s i c ] ,  25 lb s. o f  70%  
n itro g ly cerin  an d  som eone rep o rted  no v ib ra tio n  in to  tunnel (I 
expected th is on account o f soft bottom  and  sw ift cu rren t) . W ork 
is still going on us I can p lain ly  h e a r  the  sho ts from  my hotel 
(Sunday [sic] a fte rnoon). I was in the ligh tsh ip  S aturday  [s i c]  
m orning  and  noticed a couple b lasts. W ater is raised abou t 20 ft. 
w ith very little  w reckage, no o th e r percep tib le  effects.
T hey began blowing the s te rn , down river.
I am  su re  C ap ta in  Sm ith will rush  the w ork as I am told th a t
a steam er s tru c k  last n igh t du rin g  foggy hours....
T his b lastin g  m ay la s t for weeks.
B oard ing  on the  A m erican side is exo rb itan t. I have a rran g ed
with the  Vendom e of [sic | $12.50 a  week which I consider a  very 
d ecen t p rice ....
243 Public Archives of Canada. Oitawa. R. G. 42, Series II B l, Volume 194, File #32127, document #85.
244Public Archives of Canada, Oitawa, R. G. 42, Series II B l, Volume 194, File #32127, document #87.
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Every m orn ing  the fe rry  takes me across the r iv e r  and  (lie 
s tre e tc a r  dow n to a w h a rf opposite the w reck w here C ap t. Sm ith 
is good enough to send his launch to get me over....*4*6
Eight days later, Longtin reported that work was progressing satisfactorily and that 
C aptain Sm ith expected to have the channel cleared up within two weeks, at which lime, 
sw eeping operations could begin to ensure a clear 30 -foot depth o f  water above any 
portions o f  the dynam ited shipw reck. Longtin rem embered that the government vessel. 
Lam bton, had been suggested to him before lie left Ottawa as being the perfect vessel for 
such an operation, and he now requested the vessel for a few days at the beginning of 
A ugust, as "an outsider would be very expensive in this particular place."247 In this 
m odern age o f apparently irresponsible fiscal policies, it is indeed difficult to picture a 
governm ent worker who was concerned about minimizing government expenses!
The tunnel had no problem  with the dynamiting o f the Joliet, but domiciles across 
the river apparently did. The em inent m em ber o f the U. S. House o f Representatives, 
H enry M cM orran, wrote to the M inister o f M arine and Fisheries in Ottawa on July 24, 
1912:
I have a  le tte r  from  my hom e city , F o rt H uron , M ichigan, 
w here I have a b rick  hom e located on the A m erican side, alm ost 
d irec tly  opposite  the w reck o f the S team er Jo lie t w hich they arc  
now a ttem p tin g  to blow up w ith dynam ite . My folks w rite  me 
th a t they a rc  shak ing  o u r house badly w ith the explosions, and I 
do not know w hether it is in y o u r pow er to change the situation  
by inducing  the people to  p u t in lig h te r am o u n ts  o f dynam ite  
an d  save in ju r in g .o u r  hom es o r  no t, h u t I w ould ap p rec ia te  it 
very  m uch if it  docs n o t come w ithin  y o u r D ep artm en t if  you 
w ould k ind ly  tak e  it  up  w ith the  p ro p e r D ep a rtm en t, an d  ir 
possible a rran g e  fo r some m odification. I have a nice hom e there
246Public Archives of Canada, Ottawa, R. G. 42, Scries II B l, Volume 194, File #32127, document #93.
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on the  bank  of the riv er and  do no t w an t to see it destroyed  o r 
w eakened in any way by dynam ite if  it  can he avoided.24®
Longtin received a copy of this letter, and concluded, upon careful investigation of 
the m atter, that he could not find any substantial reasons for the com plaints from the 
M cM orran household. He noted that the M cM orran residence stood several hundred feet 
away from the riverfront and across the public highway, and was by no m eans the nearest 
dw elling to the area o f  operation. Longtin spoke w ith Dan Lynn, whose residence was 
quite close to shore immediately opposite the w reck site and who reported that although 
vibrations w ere felt, they w ere not strong enough for concern about danger to the 
surrounding buildings. Longtin concluded his report by sidestepping the issue and stating 
that "Mr. M cM orran's folks had the impression that work in progress was under Canadian 
Government control. After a few explanations on my part they decided to take the matter up 
with the U. S. Corporation."249
Johnston in Ottawa, upon hearing Longtin 's report, responded form ally to the 
H onourable II. M cM orran, and in a way that was politically correct in light o f  the 
agreem ent w hich the governm ent had m ade w ith the Pittsburg Steam ship Com pany, in a 
letter which stated that
...1 m ay say th a t the ow ners a rc  u n d e rtak in g  the w ork  an d  
th is  D ep a rtm en t will assum e no responsib ility  fo r  dam ages o f 
any kind. O u r inspector is not d irec ting  the w ork in any way bu t 
is p ro tec tin g  the in te res ts  o f nav igation  in th e  v icin ity . As the  
P ittsb u rg  S team ship  Com pany will be liable fo r  any  dam ages no 
d o ub t the receip t o f y o u r le tte r  will cause them  to m odera te  the 
size o f  the charges.250
24SPublic Archives o f Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #97.
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Mr. M cM orran politely acknowledged this response from Ottawa's Deputy Minister 
o f M arine and Fisheries in a brief note, dated August 6, 1912. stating, "1 desire to thank 
you for your courtesy in the matter, and can assure you 1 appreciate it very much.”251
Not everyone was dism ayed by the regular rounds o f  dynam iting in the St. C lair 
River. One local vesselm an recalled watching the blasting operations from the shore and 
seeing Indians from  the Sarnia Reservation rowing out to gather fish stunned or killed by 
the blasts!252
By A ugust 3, 1912, work was still behind schedule. Longtin reported to Ottawa 
that "Captain W . W. Smith and his crew arc still hard at work blowing up the remains of 
the wrecked S. S. Joliet."253 Citing adverse weather conditions resulting in m uddy water 
as the main reason for delay, Longtin quoted Captain Smith as predicting that another ten or 
tw elve w orking days w ould probably finish the project. To date, 6 ,000 pounds o f 
dynam ite had been used, divided into 240 explosions set o ff during twelve full working 
days, w ith the average o f "twenty shots a day" being considered "very good."254 Longtin 
also sent a sketch o f  his proposed "sweeping rig" w hich would determ ine the depth o f 
w ater over the w reck remains; "...As w e have to be thoroughly satisfied that the channel is 
absolutely cleared o f  all obstructions we can't be to [sic] carefull [sic] in selecting the 
proper m ethod o f  doing the work...."255 This sw eeping rig consisted o f a square grid o f 
small diam eter gas pipes. Longtin's description o f  this device was simple, yet practical and 
detailed, right down to the precise, minimal cost, the future capability o f his device, and the 
personnel who would be building his contraption:
25IPublic Archives o f Canada, Ottawa, R. G. 42, Series II B l, Volume 194, Pile #32127, document #107.
252The Port Huron Times Herald, Oct. 19, 1963.
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254lhid.
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S te a m e r o r scow  to  be a n c h o re d  50 fee t above w reck  
(upstream ). Rig to be held w ith one-half inch rope and  le t down 
with the cu rren t till en tirely  past above w reck then  b ro u g h t back 
and flouted again  say 20 feet sidcw ay |s i c | .  O p e ra tio n  rep ea ted  
u n til g ro u n d  u n d e r  se a rc h  is th o ro u g h ly  well co v ered . I f  
obstacles a re  m et the  6 ft. pieces above w ater will take  a  s lan t 
and  thus show  th e ir  existence. T he existing  s tro n g  c u rre n t will 
g rea tly  help o pera tions.
M ethod is sim ple an d  I th in k  it  will p rove very effective. 
A nchored c ra ft to be shifted  when required .
IT S. S. L am bton  is a t my d isposal h e r crew  can  build  the 
above m achine in a very few hours rig h t on the u p p e r  a fte r  deck 
of th e ir  boat.
M ateria l ou tside of a coil o f rope  will cost $12.00. L a te r  it 
could be taken  a p a r t  in 15 ft. lenghts [sic 1 and  sto red  aw ay fo r 
fu r th e r  use.256
In a less confident, more desperate tone o f voice, Longtin indicated that he was 
running short o f funds: "W ill you please kindly see that X am sent som e m ore m oney by 
return m ail?"257 (underscored as in original).
For all his efforts to impress his superiors in Ottawa with his original design o f  a 
"sw eeping rig," Longtin was informed on August 8, 1912, that it would not be necessary 
lor him to remain at Sarnia to do the sw eeping at that point. L. E. Cote, representing the 
C h ief Engineer in the Departm ent o f  M arine and Fisheries, took the liberty o f "having a 
sw eeping apparatus constructed from  the sam e design as used by the U nited States 
Governm ent in that vicinity and this will be attached directly to the steam er Lam bton ."258 
T he obedient servant, Longtin, was ordered to return to O ttaw a as soon as M r. Carson
256pl,bijc Archives of Canada, Ottawa. R. G. 42, Scries II B l, Volume 194, File #32127, document#104.
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reached Sarnia to relieve him. Perhaps Longtin’s blatant request for m oney m ade his 
Ottawa colleagues uneasy.
By August 14, 1912, Longtin had become restless in Sarnia aw aiting both the 
governm ent vessel, Lam bton, and his replacem ent, W. H. Carson. Captain Sm ith had 
indicated that he wanted to remove the lightship, implying that the work on the Joliet was 
com pleted .259 Longtin, with a tinge o f resentment aimed at his replacem ent, wrote to 
Ottawa:
...C ap t. W a tt, w ho has been rep lac ing  C ap. | s i c |  W. W.
S m ith  la te ly , rem oved aw ay, this afternoon , the L ightsh ip  which 
w as m oored close to th e  sunken  vessel Jo lie t, a f te r  sw eeping the 
channel to his sa tisfac tion .
C ap. | sic) W att to ld  me th a t the old boat was blown flat down 
to the  bottom  gravel.
I t  is now up to o u r M r. C arson to verify his rep o rt.
I told Cap. [s ic | W att th a t I thought it was advisable th a t he 
sh o u ld  notify  th e  L ake C a rr ie rs  A ssociation o f D e tro it o f his 
doings and  I un d erstan d  he w ired his message im m ediately.
I  am now aw aiting  M r. C arso n 's  a rr iv a l and  as soon as he 
com es in I shall proceed to O ttaw a as per instructions dated  Aug.
8 - 12.
I have the honour to he, Sir,
Y our obedien t se rv an t,
E m ile M. L ong tin200
Both Carson and the steam er, Lam bton, were waiting at Parry Sound; Ihc vessel 
had been delayed by rough w eather while charging gas buoys near Byng Inlet.201 Both 
arrived at Sarnia on August 16, 1912, when an examination o f the wreck site was made.
259Public Archives of Canada, Ottawa, R. G. 42, Scries II B l, Volume 194, Pile #32127, document II109.
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The ncxl day, sweeping operations comm enced. Carson, for some unknown reason, swept 
the region to a depth o f 25 feet and found no obstruction o f any kind. Since the contract 
called for a clear depth o f 30 feet, a second test was made. An obstruction in the vicinity of 
the starboard quarter o f the w reck’s stern caused an outcry; the P ittsburg Steam ship 
Com pany, so confident o f the success o f their dem olition, had sm ugly and com pletely 
rem oved their w recking plant from the scene o f  operations and gone hom e! Carson 
observed that it will be necessary to have the company and its equipm ent recalled and the 
obstruction removed, at which point he would make a final test. M eanwhile, news that the 
Joliet wreck was cleared to a depth o f  25 feet and that all danger to navigation had been 
removed was certified by Carson.262 T he next "Notice to M ariners" announced the 25-foot 
clear depth, and the small obstruction that would be removed soon to clear the depth to 30 
feel.263
Rather than bearing the expense o f returning with all its equipm ent to the scene of 
its lost vessel, the Pittsburg Steam ship Com pany hired Captain W illiam  M cCullough, a 
hardhat diver from Port Huron, M ichigan, "to rem ove this obstruction and to take any 
scrap for h im self he could pick up."264 How ever, M cCullough was engaged with other 
contract work all season, and the obstruction had not yet been rem oved by N ovem ber 26, 
1912, when ice was due to set in shortly. His plan to "attend to this small rem oval" over 
the w inter prom pted Carson to  write that the final sw eeping test would be m ade the 
following spring.265
Once again, a long, quiet w inter buried the St. C lair R iver area in inactivity. A s it 
turned out, there was too much inactivity that winter.
262Public Archives of Canada, Ottawa, R. G. 42, Scries II B l, Volume 194, File #32127, docum ent#l 15.
263"Notiee to Mariners,” Dominion o f Canada, No. 64 of 1912, dated August 20, 1912.
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On June 3, 1913, W illiam  Livingstone, President o f the Lake Carriers Association 
in Detroit, again wrote to Colonel W illiam  P. Anderson, the Chief Engineer in Ottawa's 
Departm ent o f M arine and Fisheries. T he news was not good.
...O n the 22nd or M ay the  stcnm cr OGLKBAY, in roun d in g  
to  fo r  fuel a t  M ille r 's  C oal D ock, co llided  w ith h e r  b a rg e  
TY R O N E in th is vicinity . I t  is s ta ted  th a t th e  tow line caught 
on an  o b struc tion , supposed to  be a po rtion  o f the w reck o f the 
J O L IE T .. . .
I t  seem s to be the u n derstand ing  of some of our cap tains tha t 
a po rtion  of the  w reck was cleared  to 30 feet an d  a portion  left at 
25 feet c le a ra n ce , w ith  th e  u n d e rs ta n d in g  th a t it w ould be 
rem oved la te r .266
Sim ultaneously, the law firm of Holding, M aslen, Duncan & Lcekic in Cleveland, 
Ohio, representing the ow ners o f the O glebay  and the Tyrone, asked O ttaw a lo "please 
advise us when, if at all, and in what manner, the owner o f  the Steam er Joliet which was 
sunk in the St. Clair River opposite Sarnia, was abandoned by the owner, [sic] ”267 Oitawa 
replied that " ...the w reck o f the steam er Joliet was not, so far as we arc aware, ever 
abandoned by the ow ners, the Pittsburg Steam ship Company. The removal o f the wreck 
was m ade by that com pany at their own expense...."268 The Joliet's  owners had another 
legal battle on their hands.
Em ile Longin was asked by his superiors to provide a belated formal report on the 
m ethod o f  using explosives and their effect in the work o f  blowing up and rem oving the 
wrecked steam er from the boat channel o f the St. C lair River during the sum m er o f  1912. 
Dated July 10, 1913, it stated in part,
266Public Archives of Canada, Oitawa, R. G. 42, Series II B l, Volume 194, File #32127, document #119.
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...An old ligh tsh ip  was anchored  fifty  feet from  the w reck, 
up  s tre a m  fo r  the p u rp o se  of locating  the su n k en  vessel to 
passing steam er [sic | and also to accom odate [sic] d ivers, helpers, 
e tc .
A fifty foot fla t scot rigged w ith a long lad d er w as used as a 
p la tfo rm  to s to re  tools, a  few boxes of dynam ite  an d  p e rm it 
d ivers to go down conveniently .
C om pressed a ir  was fu rn ished  from  a steel tan k  w ith a steam  
com pressor, a ll on board  the  old lightship .
The scow was d rifted  down w ith a charge and  w hen th is w as 
in position and  the d iv er u p , the scow was hauled back  alongside 
the lightship  and  the explosive fired .
D ynam ite used w as No. 70, th a t is con ta in ing  70%  o f  [s ic ]  
N itro  g ly ce rin e . T he  m eth o d  o f u sin g  it  w as a s  fo llow s: 
E ighteen sticks weighing a b o u t 25 lbs. a lto g e th er w ere fired  a t a 
tim e. A piece of old 2" ru b b e r  hose was cu t open a n d  the  sticks 
w ere inserted  two by two. The w rap p e r o f the m iddle stick  w as 
punched w ith a sh a rp  piece of h a rd  wood and  the cap o r  exploder 
on its long w ire was fo rced  in to  th e  dynam ite . T hen  th e  hose 
was closed w ith strings and  the d iver w ould go down w ith it. As 
soon as the d iv e r w as back  and  the  scow ou t o f th e  w ay, the  
w ires w ere connected to  th e  batteries.
T he Siem ens M agneto-electric  b lasting  a p p a ra tu s  w as used to  
fu rn ish  the  requ ired  electric  cu rren t.
As no p a rts  o f the sunken  sh ip  w ere visible from  above, h e r 
u p p e r  w orks, funnel, m ast, etc., having been ca rried  aw ay in the 
S p rin g  by floa ting  ice, the  effect of an  explosion o f d y n am ite  
could n o t be seen except by a  S ubm arine d iver and  wc had  to go 
by his rep o rts .
The w ork was begun a t the  down stream  end o f th e  b o a t an d  
was g radually  carried  up , a  charge  being fired  ab o u t every h a lf  
h o u r .
The m ain  deck was fla ttened  down [sic] and  sides blown out. 
T he h a rd es t p a r t  to destroy  was the m achinery  in th e  engine an d  
b o ile r room .
The f irs t few charges b ro u g h t up  the rem ain ing  p a r ts  of th e  
w ooden deckhouses an d  from  then  on nothing w as seen to  come 
u p .
In  a ll, 9000 lbs. of exp losive w ere  used  d u r in g  tw en ty  
w ork ing  days.
Progress o f w ork was delayed a  few days on accoun t of m uddy 
w a te r  caused  by s to rm  on  L ake H u ro n , also by n e ig h b o rin g  
d red g in g  opera tions.
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V ib ra tio n s  w e re  fe lt b u t  s l ig h tly  on sh o re s  o p p o s ite
w reckers. I t  was feared for a while tha t the St. C lnir tunnel sonic 
3000 feet aw ay w ould be in d an g er from  v ib ra tions hut the fea r 
soon d isa p p e a re d  w hen it w as a sc e r ta in ed  th a t  no v ib ra tio n  
w hatever was felt in  the tunnel.
T h e  to ta l n u m b e r  of m en em ployed  on the  jo b  w as 12,
counting  cook an d  gasoline launch  crew.
R eports from  divers were ra th e r  m eagre; all we could get out 
o f them  was th a t the  ship was being steadily  flattened down. |s ic |
To a ce rta in  extent the blow ing of the sh ip  was a  success b u t
wc have now laying in the channel an old steel carcass w ith ribs
s tick in g  in  a ll d irec tio n s  read y  to  stop  a  loose tow line  an d  
cause consid erab le  dam age, [sicI it  w ouldn 't be safe also to drop  
an  an ch o r in  th a t mass of w reckage.269
C hief Engineer Anderson asked Carson to inquire whether Captain M cCullough of 
Port Huron had removed any scrap from the wreck,2™ as he had been contracted to do by 
the Pittsburg Steam ship Com pany in 1912. M cCullough’s revealing telegram  to Carson, 
dated July 15, 1913, stated sim ply, "Have not yet rem oved all scrap from Joliet w ill 
so o n ."271
M cCullough did not get around to rem oving any o f  the Jolie t scrap during the 
w inter o f 1912-1913, and he removed only a small quantity in the spring o f 1913, planning 
to  rem ove m ore as he found opportunity. S ince the episode with the 0 ^1  ebay  and the 
Tyrone  in late M ay, 1913, M cCullough made another exam ination and rem oved what he 
believed was the obstruction, even though the whole wreck still cluttered the river bottom 
betw een three and four feet above the bed o f  the river. This situation was im possible to 
remedy without patient, painstaking removal o f  every broken scrap.272
269Public Archives o f Canada, Ottawa, R. G. 42, Scries II B l, Volume 194, File #32127, document #125.
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Carson, in an August 7, 1913, memorandum to the C hief Engineer, indicated that a 
towline in the river shall not be longer than 500 feet, but the vessels in question had a 
towline almost twice that length, a common, but dangerous practice, with the result that "on 
slackening speed, the tow line sags considerably and anything al all in the bed o f  the river 
in the nature o f  a snag is liable to be caught on to by line, causing trouble."273 This 
information, coupled with the fact that the Canadian governm ent had recognized 25 feet of 
c lear water over the wreck site by the tim e of the mishap in the spring o f 1913, ended the 
lawsuit against the Pittsburg Steamship Company.274 As Colonel Anderson sum m arized to 
W illiam  Livingstone, "I am sure that you will not claim  that we are bound to protect tow 
lines, if they are allowed to drag along the bottom o f the river."275
Carson also certified that his final test over the site o f  the Joliet, w hich he swept 
five times as a precaution in early August, 1913, showed a c lear 30 feet o f water.276
Since discretion did not perm it the use o f more than 25 pounds o f  dynam ite at any 
one time as a precaution against dam age to the St. Clair River Tunnel, it took two summers 
o f work to level the Joliet to a safe h e ig h t277 One report states that the dynam ite charges 
had been so ineffectual that, during W orld W ar II, when soundings were made in the river 
by the United States W ar Department, the old wreck was found to be almost intact and still 
a potential menace to navigation.278
273/6k /.
274Public Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #132 
and #133..
275Publie Archives of Canada, Ottawa, R. G. 42, Series II B l, Volume 194, File #32127, document #131.
276Public Archives of Canada, Ottawa. R. G. 42, Series II B l, Volume 194, File #32127, document #129.
277The Port Huron Times Herald, Oct. 19, 1963.
278The Port Huron Times Herald, Oct. 4, 1959, Dorothy Mitts, "A Night of Excitement and Bravery," part 
o f the "Where the Wild Goose Flies" series.
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For years, the steel wreckage lingered and decayed on the bottom of the St. Clair 
R iver. Scuba divers in the 1950's and early 1960's explored the rem ains regularly , 
observing the large anchor amidship that had been lost from another vessel when it became 
entangled  in the wreck. H ow ever, in O ctober, 1963, the U. S. Corps o f Engineers 
removed the vast majority o f the steel wreckage of the Joliet because low water levels had 
again made her a hazard to navigation.279
One can question what might have transpired had the Pittsburg Steamship Company 
not offered to bear the responsibility o f rem oving or clearing the wreck of its vessel, the 
Jo lie t, from  the shipping channel on the Canadian side o f the St. C lair River. The 
Dom inion government would likely have accepted the tender from the sole respondent, the 
Reid W recking  C om pany, w hich, based on the com pany’s reputation, would have 
succeeded in doing the job . The responsibility o f  paying Reid's would have sat with the 
Canadian governm ent, which, in turn, would have had the ugly and challenging task of 
collecting the salvage fee from a company in a foreign country. An unwilling and defiant 
Pittsburg Steam ship Company would have found its vessels and their cargoes threatened 
w ith confiscation upon entering Canadian waters and harbours. The potential dent in 
international relations on the Great Lakes, had it reached that point, would likely have 
found early remedy from W illiam  Livingstone, the revered President o f the Lake Carriers 
A ssociation, an honest, no-nonsense figure who knew the value o f m aintaining open and 
positive lines o f communication with all commercial and government interests utilizing and 
affecting the lakes.
In spite o f the eventual solutions, legal com plications, governm ent bureaucracy, 
costs, and human nature had com bined to retard the development and implementation o f a 
speedy solution to the sudden sinking o f the steamer, Joliet.
279Ibid. This article also contains an interesting photograph of the enormous scrapyard of steel that was 
deposited onto a barge when the wreck was finally removed.
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b) T h e  W alter R. P ring le  (M ay 6 , 1920)
The 251.49-ton wooden propeller, Superior, (later to becom e the W alter R. 
Pringle) slid down the launch ramp at the Cleveland Dry Dock Com pany on Saturday, 
Septem ber 13, 1890, m easuring 98' in length, 29'9" in beam, and 10' in draught.
Constructed for the Duluth-Superior Steam ship Com pany o f  Duluth, M innesota, 
and working for them for the first five years o f her existence as a passenger ferry on the 
short run between Duluth, M innesota, and Superior, W isconsin, the Superior  spent most 
o f her lifetime registered at Cleveland, Ohio.
From 1895 to 1900, the Euclid Beach Park Com pany ow ned the S u p e r io r , 
operating her 425-horscpow er steam engine in that transportation o f  passengers between 
Cleveland and Euclid Beach Am usement Park. Then came two years o f  private ownership 
by an individual from Cleveland with the m em orable name o f  J. A. Sm ith, w ho sold the 
vessel to the Pittsburgh Steam ship Com pany in 1902; for the next 15 years, the Superior  
operated at Sault Sle. M arie as a grocery boat, locally nicknamed a "garbage boat."280
Finally, the Pringle Barge Line o f  Cleveland purchased the ship in 1917, spent the 
winter o f 1917-1918 having her converted to a tugboat o f  199 gross tons by the W olverine 
Dry Dock Company o f Port Huron, M ichigan, changed her name in honour o f  fam ily, and 
operated the vessel in the towing o f coal barges from Lake Erie ports to ports m ostly on the 
Detroit and St. C lair Rivers, until her dem ise on the St. C lair R iver in the spring o f 
1920.281
280”M;ister Sheet" on the Superior, Institute for Great Lakes Research, Bowling Green State University, 
Ohio.
28 '"Ship Information and Data Record" on the Waiter R. Pringle, the Herman G. Runge Collection, 
Milwaukee Public Library. Milwaukee, Wisconsin.
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In 1920, at the age oi 30, the Walter R. Pringle was an aged vessel by Great Lakes 
standards.
On M ay 6, 1920, while the vessel was docked in Port Huron, som e repairs were 
being effected in the Pringle's boiler room. Flames suddenly shot out from that area and 
spread quickly. The three crcwmcmbcrs on board the Pringle worked hard to extinguish the 
flames, but ended up having to make haste to escape with their lives. Fearing for the safely 
o f the Golden Age, the vessel tied off ahead o f them, the Pringle's crew cut their vessel’s 
ropes and cast her adrift.
W ith flam es stream ing  from  her cabin  and decks, the W aller 
R . P rin g le  w as loosened from  h e r m oorings a t the dock  of the 
M orton  S alt com pany F riday  m orn ing  and allowed to d rif t w ith 
the  c u rre n t o f the  S t. C la ir  river, no efforts to quench the fire  
be ing  successful.-*82
The Walter R. Pringle drifted to the shallows at the head o f Stag Island, and burned 
to her waterline, a complete loss.
W hen the S u p erio r  was three years old, in 1893, she ranked "A l"  in term s o f 
m arine insurance, with an appraised value o f $28,000. Tw o years later, she still rated 
"A I," but had depreciated to $18,000. In 1897, the Superior still managed to maintain both 
o f  those figures, but by 1906, she had slipped to an ”A2" rating, with tin appraised value of 
only $6 ,500 .283 By 1920, the vessel had been converted to a tug, and she was still 
insurable, as later events indicated.
W ithin a m onth o f the P ringle 's  conflagration, and with the Pringle Barge Line 
authorities anticipating a  request to rem ove the wreckage o f this U .S.-registered vessel
282The Port Huron Times Herald, May 8, 1920.
283”Ship Information and Data Record" on the Walter R. Pringle, the Herman G. Runge Collection, 
Milwaukee Public Library, Milwaukee, Wisconsin,
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from Canadian waters (which was, incidentally, not in the way of river navigation), a small 
display ad appeared in the Detroit Free Press, offering the tug, W alter R. Pringle, "for sale 
as she now lies sunk about '/4 mile above Stag Island, St. C lair River. The purchaser to 
guarantee removal o f  the vessel to the satisfaction o f the navigation authorities."284 There 
were no takers.
On June 24, 1920, a Canadian named F. P. Dawson, through the law firm  o f 
Manna, Lcsucur & M cKinley o f  Sarnia, contacted the Departm ent o f M arine and Fisheries 
in Ottawa to complain about this shipwreck. In that letter, Dawson expressed concern for 
the environm ent, arguing that the wreck "makes a m ost unseem ly blot on an otherw ise
pretty and beautiful spot in the St. Clair."285 He continued;
T h ere  has hecn fo r a n u m b er o f y ea rs  an  old b o a t lying 
im m ediately to the South end of the Island and  w hile th is w as of 
course u n d es irab le , still no com m ent has been fo rth co m in g  as 
noth ing  fu r th e r  in the way of allow ing o th e r sh ips to  lie th e re  
has happened. However, this year an old hull [the W alter R. Pringle) 
drifted  in to  the N orth  end o f the Island...
The p a r tic u la r  d is tr ic t a round  the spot w here these boats a re
is fast becom ing  a fa v o rite  su m m er re s o r t .  T he  w r ite r  is
in te re s te d  in , an d  lives on a piece o f p ro p e r ty  im m ed ia te ly  
opposite  the hull f irs t m entioned in  th is le tte r ....O n  b e h a lf  of 
m yself and  o th e r  in terested  parties, I would ask  th a t som e action  
be taken  to have these hulls rem oved....2 8 ^
E. Haw ken, the A ssistant Deputy M inister o f  the D epartm ent o f  M arine and 
Fisheries, responded immediately by mail, indicating that the District Engineer for Ontario 
would examine this matter and report on it at an early date.287
284The Detroit Free Press, June 9, 1920.
285Public Archives of Canada, Ottawa, R. G. 42, Series II C l, Volume 379, File #24-2-88, document #1.
286//w/.
287Public Archives o f Canada, Ottawa, R. G. 42, Series II C l, Volume 379, File #24-2-88, document #2.
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W
Position of the W a lte r  R . P r in g le  
in the St. Clair River.
J p ,  f .
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A month later, W illiam Carson, the District Engineer writing from Am hersburg, 
Ontario, sent a report o f the examination he made on July 22, 1920, com plete with a map 
and several photographs o f the abandoned shipwrecks o ff Stag Island, to his superiors in 
Ottawa:
D ealing w ith the  w reck on the  n o rth  o f S tag  Is la n d , th is  
ap p e a rs  to  be the steam  tug "P rin g le "  A m erican re g is te r  w hich 
was b u rn ed  and  d rifted  down on to  the  shoal below S tag  Islan d  
gas buoy. I fixed the  bow w ith a  round  of sex tan t ang les, a lso  
tak ing  sounding  a t  bow and s te rn , w hich shows (sic) 1 4 '6 "  a n d  
I3 ’6 "  o f  w a te r respectively . T he w reck  lies p rac tica lly  up  an d  
dow n stream  o r a b o u t n o rth e a s t an d  southw est. B oiler, p ip ing , 
funnel, etc. stand  abou t 10 feet o u t o f the w ater while the u p p e r  
iro n  p la tin g  o f hull show s above w a te r  on th e  east s id e ....T h e  
o w n ers  a re  be lieved  to  be  T h e  P rin g le  B a rg e  C o m p an y , 
C lev e lan d , U .S.A .288
Carson gave his opinion lhal, while the wreck was not in the way o f  navigation, it 
was certainly possible that large freighters at anchor in a thick fog ran the danger of 
sw inging round and hitting it, suffering dam age. A concern for the safety o f  the ferry 
vessel operating between the east side o f  Stag Island and M arysville, M ichigan, since this 
vessel m anoeuvcrcd past the w reckage every day, in season, w as also expressed. His 
conclusion was "I consider that this wreck is an obstruction to navigation and recom mend 
that the owners be asked to remove the w reck at once...."289
Carson also com m ented on the o ther w recks around Stag Island, utilizing this 
opportunity to proudly, if laughably, display his navigation skills:
W ith reference to the  w ooden hu ll o f an  old b o a t recen tly  
p laced on the b a r  a t  the south  end o f S tag  Island , I located  the 
s te rn  o f th is w reck w ith  a round  o f angles. The s te rn  is in 10* 9"
288Piiblic Archives o f Canada, Ottawa, R. G. 42, Series II C 1, Volume 379, File #24-2-88, document #8.
2S9//;/{/.
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of w ater an d  the bow 10' 6" while the hull lies at an angle or 62 
dcg. from  m agnetic no rth . The w reck s tan d s  about 7 feet above 
w ater a t  s te rn  [and he needed "a round of angles" to "locate" this?!] and 
tap e rs  to  no th ing  at bow. As fa r  as 1 could lea rn  from  C ap ta in  
Reid o f R eid W recking C om pany, S a rn ia , th is  is believed to  he 
the  old "R om eo" su n k  in Black river, raised  hy P ort H uron Sand 
a n d  G rav e l C om pany  an d  tow ed to  its  p re se n t s ite  by the 
T hom son T u g  L ine to be abandoned . T his wooden hu ll is 145 
feet long, an d  25 feet beam , being an  A m erican barge.
A bout north -w est from  this th e re  a re  o th e r two [sic] w recks 
ly ing  n e a r  one a n o th e r  w ith  a pon toon  betw een the in ....T hese  
have a p p a re n tly  been th e re  a long tim e a n d  I could get no 
in fo rm ation  as to  th e ir  iden tity . T he r ib  s ticks [s ic | up above 
w a te r and  p re sen t a very unsightly ap p earan ce  on the landscape. 
T h e ir  lo ca tio n  is such  th a t  they a re  not an  o b s tru c tio n  to 
n av ig a tio n  b u t it  is no t r ig h t th a t th is  locality  he m ade u 
dum ping  g round  fo r old w recks.
T h ere  is valuable  p ro p erty  on sh o re  im m ediately opposite  to 
th ese  w reck s  w hich is no t im proved  hy th e ir  p resen ce , so 
rem oval is recom m ended.29*1
Then, in an unexpected passing o f the buck, Carson concluded, ”11 appears lo me 
that this is in the jurisdiction o f  the Department o f Public W orks and the m atter might be 
referred to them for action."291
It was likely this latter recommendation, com plem ented by Carson's mutilation of 
the English language, that com pelled his superiors in Ottawa to "pass the buck" to the 
Department o f  Public W orks.
Tw o years later, H. B. Craig, the District Engineer with the Department of Public 
W orks in London, O ntario, contacted Ottawa regarding "the question o f  selling aside 
suitaule areas" for the purpose o f  placing wrecks:
C o n cern in g  th e  m a tte r  o f su itab le  a re a s  in the S t. C la ir  
R iver fo r p lacing  w recks, I would s ta te  th a t, while 1 believe the
2m lbid.
291Ibid.
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area  a t the Toot of S tag  Island  would serve as a p ro p e r place for 
th is p u rp o se , I th in k  it  w ould be well to  d iscuss th e  m a tte r  
fu rth c r....I  would expect th a t ob jections w ould be m ade by the 
ow ners o f S tag  Island  o r residents in th a t vicinity to any defin ite 
se ttin g  aside  o f the  p ro p o sed  a re a  fo r  p lac ing  w recks an d  I 
believe th a t s im ila r  o b jec tions w ould be ra ised  re g a rd in g  any 
o th e r a rea  set aside fo r such purpose..,.2'32
Carson added a mem o to the letter sent by D istrict Engineer Craig, agreeing 
w holeheartedly with him about S tag Island being a suitable depository for abandoned 
wrecks, and adding that local residents would surely oppose such a  move. Carson ended 
his endorsem ent with, "It seems to me the m atter might stand for further investigation and 
consideration."2'33
Nine years later, the m atter arose again.
B. F. Gillham, the Stag Island Ferry operator, from Corunna, Ontario, wrote to the 
Departm ent o f M arine and Fisheries in Ottawa on April 6, 1931, expressing his concern 
over "the wreck o f the Tug 'Pringle' which lies at the head o f Stag Island."
...F o r som e years past, the  Hull o f the T ug  has been a foot 
to  two fee t u n d e r  w a te r  w ith  th e  b o ile r s tick in g  u p , w hich 
especially a t  n igh t was a  m enace to  all sm all c ra ft, b u t the  ice 
th is w in te r has c a rr ie d  the  bo iler away so th a t it is im posiblc 
[sic] to sec the  hull un till [sic] you rig h t [sic] on top o f it. Now 
S irs I know  th is  w reck  is n o t in the  nav igation  channe l, b u t I 
am  a fra id  th a t one or these speed boats th a t a rc  ru sh ing  a ro u n d  
all over is going to p ile  u p  on it, an d , w ell, it  m akes good 
n ew sp ap er copy ....2 '3**
2<32Publie Archives of Canada, Ottawa, R. G. 42, Series II C l, Volume 379, i l l .  .'.24-2-88, document #9.
2,33Public Archives o f Canada, Ottawa, R. G. 42, Series II C l, Volume 379, File #24-2-88, document 
# 10.
2‘34Public Archives o f Canada, Ottawa, R. G. 42, Series II C l, Volume 379, File #24-2-88, document
# 12.
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Then the real reason for Gillham's concern surfaced: "As for ourselves, we have 
our course laid out to & from M arysville that we keep away from it lihe wreckl bui one 
alw ays has a fear o f it especially w ith a boatload o f people."295 Gillham  suggested that 
Ottawa apply som e pressure on "the Pringle people" for the removal or the dynamiting o f 
the wreck.
Tw o weeks later, O ttawa sent a registered letter to the Pringle Barge Company in 
C leveland, explaining that their wrecked property was a menace to navigation and that it 
should be removed.
As you a rc  the orig inal ow ners or th is tug , you a rc  en tire ly
responsib le  for any dam age th a t may he done hy vessels s trik in g
th e  w reck  so u n d e r  th e  p rov is io n s or the  N avigable W aters
P ro te c tio n  A ct, you a re  re sp o n sib le  fo r  th e  rem oval of th is
w rcck...ndvise me a t once w hat steps you propose taking to have 
th is  o b s tru c tio n  m a rk e d  a n d  lig h ted  a n d  rem oved w ith o u t 
d e la y .29^
Perhaps the shock o f receiving this official letter front Ottawa, eleven years after the 
Pringle  burned and sank, caused a delay in the Pringle Barge Company's response. Two 
weeks after sending their first registered letter, Ottawa sent a second one, dated May 6, 
1931, again requesting sim ilar action.297
R obert C. Pringle, the president o f the Pringle Barge Line Com pany, responded 
personally, citing his absence from the city as reason for the delay. After his assurance that 
he was fully insured through mostly Canadian and British companies, Pringle guaranteed
295/Z?W.
296Public Archives of Canada, Ottawa, R. G. 42, Series II C l, Volume 379, Pile #24-2-88, document 
#14.
297Public Archives of Canada, Ottawa, R. G. 42, Series II C l, Volume 379, File #24-2-88, document 
#15.
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thill he would pay anything Jor which he was responsible. He continued on the topic of 
liability:
...I ab an d o n ed  to the  u n d e rw rite rs  an d  they accep ted  the 
ab an d o n m en t so the title  to  the p ro p e rty  o r  any th ing  th a t was 
left of th e  p ro p e rty  to g e th er w ith liab ilities w ere tra n s fe rre d  to 
the  u n d e rw rite rs  as o f th e  d a te  of the d isa s te r. I w as n o t, 
there fo re , the ow ner of the boat a t  the  tim e she d rif ted  on the 
head  of S tag  Islan d  b u t th e  u n d e rw r ite rs  w ere. W ill you , 
th e re fo re , please tak e  the  m a tte r  up w ith  th e ir  re p re sen ta tiv e ,
M r. R. P a rry -Jo n e s , L ondon  S alvage  A ssocia tion , R ockefe lle r 
B uild ing, C leveland, O hio?298
Pringle also slated that, as he understood it, under Canadian law, after two years 
have elapsed, a wreck is considered abandoned and nobody's property. Then he strongly 
pointed out that the Walter R. Pringle had been abandoned for eleven years.
O ttaw a's response to the Pringle Barge Com pany was curt: "A ction m ust be 
taken."299
The Pringle Barge Line Com pany's answ er was as blunt, if not as short: "W e do 
not feel that there is any liability on our part as we were not and have not been the owner of 
the wreck for eleven years."300
E. Hawkcn, the Acting Deputy M inister o f the M inistry o f M arine and Fisheries, 
invoked Canadian law in his response, sent by registered mail:
...In  reply  1 have to advise you th a t u n d e r C h ap te r  115 P a rt 
II o f th e  R evised  S ta tu te s  o f  C a n a d a , N av ig ab le  W a te rs
298Public Archives of Canada, Ottawa, R. G. 42, Scries II C l, Volume 379, File #24-2-88, document 
# 16.
299Public Archives of Canada. Ottawa, R. G. 42. Series II C l. Volume 379, Fite #24-2-88, document 
#17.
300Publie Archives of Canada, Ottawa, R. G. 42, Series II C l, Volume 379, File #24-2-88, document 
#18.
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P ro tec tion  A ct, the  original ow ners at the tim e o r the w reck a re  
liable and any subsequent action  w hether by abandonm ent to the 
u n d e rw rite rs  o r  o therw ise  does no t in any w ay relieve you of 
y o u r  o b liga tion .
I have th e re fo re  again to request you to not only have the 
w reck  m ark ed  an d  ligh ted  b u t have the  o b stru c tio n  rem oved 
w ithout fu r th e r  delay .3 0 '
The Pringle Company did not respond, so Ottawa sent them another registered letter 
three weeks later, m aking the same requests,31'2 but in even fewer words, sinee tempers 
seem ed to be getting shorter. Sim ultaneously, concerned over the Pringle Com pany's 
hardnosed stand on their detachment from any responsibility for the wreck o f  the Walter It. 
P ring le , O ttaw a contacted M r. R. Parry-Joncs, the Pringle C om pany’s underw riter 
representative in C leveland. Since the Com pany had declared that it had abandoned all 
interests in their vessel to the underwriters, it was a logical step for Ottawa to attempt to 
have the underwriters shoulder the burden o f the responsibility, thereby covering all bases. 
T he A cting Deputy M inister openly asked "what the underw riters propose doing with 
regard to the removal o f the wreck.”303
On July 8, 1931, the Pringle Barge Line Company revealed another entirely new 
aspect in the case by claim ing that an individual had purchased the remains o f the Pringle 
from the underwriters.
...Y o u r dem and  on us, the re fo re , th a t we rem ove (he w reck 
leaves us in the dilem m a th a t if  we do not com ply, we m ay he in 
som e so r t o f tro u b le  w ith you, w hereas if we do com ply, we will
301 Public Archives of Canada, Ottawa, R. G. 42, Series II C t, Volume 379, Pile 1124-2-88, document 
#20.
302Public Archives o f Canada, Ottawa, R. G. 42, Series II C l, Volume 379, File 1124-2-88, document 
#22.
303Public Archives of Canada, Ottawa, R. G. 42, Scries II C l, Volume 379, File 1124-2-88, document
#2 1 .
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be involved in u law suit w ith the p resen t ow ner as we have no 
rig h t to d is tu rb  his p ro p e rty ....304
One doubts that such a purchaser o f the Pringle's remains existed, for, a week after 
the Pringle Company comm unicated this dubious information to Ottawa, it sent another 
letter, indicating that "the underwriters are now taking steps to light and rem ove this 
w reck...."3,)S Parry-Jones, representing the underw riters, had written Ottaw a, inform ing 
Mawkcn that the m atter was under consideration w ith the form er owners, and that they 
would soon authorize a call for tenders for the rem oval o f the w reck.306 It sounded as 
(hough Ottawa was going to accomplish its purpose.
Now here in the rem aining correspondence among Ottaw a, Parry-Jones, and the 
Pringle Barge Line Com pany of Cleveland was this unidentified "purchaser" m entioned 
again.
Before long, O ttaw a received notice from  the Sullivan D redging Com pany of 
Detroit that they had been awarded the contract to remove the wreck o f  the Pringle. This 
com pany also requested that Ottawa "have a representative...at the site o f the w ork...to 
approve o f the work." and to kindly write their company "a letter stating that the work has 
been done to your [Ottawa's] entire satisfaction, so that we [the Sullivan D redging 
Company | may receive payment from the owners."307
The Pringle Company signed a contract with M r. Sullivan's Dredging Com pany to 
have the latter remove the wreck for the sum o f $3200.00, on condition that "the rem oval
•^ P u b lic  Archives of Canada, Ottawa, R. G. 42, Series II C l, Volume 379, File #24-2-88, document 
#23.
^ P u b l i c  Archives o f Canada, Ottawa, R. G. 42, Series II C l, Volume 379, File #24-2-88, document 
#24.
306Public Archives of Canada, Ottawa, R. G. 42, Series II C l, Volume 379, File #24-2-88, document 
#25.
307Publie Archives of Canada, Ottawa, R. G. 42, Series II C l, Volume 379, Fite #24-2-88, document 
#26.
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of this w reck shall be made to the complete satisfaction o f the Dominion o f Canada, the 
M inister of M arine,..." and that no payment would be made to the dredging company until 
the Canadian government approved the work done by Sullivan.-108
The Pringle Com pany, in its determination to settle the m alter.3,,,J also requested 
that Ottawa have "a man on the job  to sec that this work is done satisfactorily."
Ottawa sent W illiam  H. Carson to oversee the removal, and on August 7, 1931, he 
telegram med the Departm ent o f M arine that the wreck was "completely and satisfactorily 
removed today by the Sullivan Dredging Company using dynamite."-'10 He had also swept 
a clear depth o f nine feet over the entire area where the Pringle  had rested, and concluded 
that two lighters would remove the wreckage to Lake Huron,311 where it would be scuttled 
in deep water.
W hen the Pringle Company was notified by Sullivan Dredging that the mission was 
accom plished, it asked O ttaw a to corroborate that the work had been satisfactorily done 
before it paid the bill.312 Sullivan also telegrammed Ottawa asking them to verify the work 
he had done so that he could get paid.3l3This Ottawa quickly did.31'1
308Public Archives of Canada, Ottawa, R. G. 42, Scries II C l, Volume 379, File #24-2-88, document 
#27.
309Public Archives o f Canada, Ottawa, R. G. 42, Series II C l, Volume 379, File #24-2-88, document 
#28.
310Public Archives o f Canada, Ottawa, R. G. 42, Series II C l, Volume 379, File #24-2-88, document 
#29.
311 Ibid.
3 ,2 Public Archives of Canada, Ottawa, R. G. 42, Series II C l, Volume 379, File #24-2-88, document 
#31.
313Public Archives of Canada, Ottawa, R. G. 42, Scries II C l, Volume 379, File #24-2-88, document 
#32.
3 *4public Archives of Canada, Ottawa, R. G. 42, Series II C l, Volume 379, File #24-2-88, document 
#33.
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In his report to Ottawa, dated August 18, 1931, W illiam  Carson described the 
removal o f the Walter R. Pringle:
W ork was begun on 3 rd . A ugust and com pleted  by the M.
Sullivan D redging C om pany on 6th. A ugust, using dyn am ite  and  
clam shell to c lea r aw ay the w reckage. The bo iler and  cylinders of 
engine, also the  ru d d e r  had been previously rem oved, ap p a ren tly  
by some o th e r w recking firm , b u t all the  re s t of the w reck was 
rem oved by th e  above  C o n tra c to rs , in c lu d in g  th e  p ro p e lle r , 
sh a f t ,  en g in e  fo u n d a tio n s , th ru s t  b e a r in g , in n e r  a n d  o u te r  
sm o k estack , th e  bow  an d  all s te rn  sides an d  p la n k in g  also  
forefoot, keel in two 18-foot pieces an d  a n o th e r  20 f t. leng th .
The an ch o r was recovered  and all th a t was left on th e  bottom  of 
the en tire  w reckage w ere sm all wood sp lin te rs  th a t could  no t be 
g rabbed  up  except by b ring ing  along w ith them  la rg e  quan tities  
o f g ravel.
W hen I sounded a ro u n d  the w reck in  1920 th e re  was between 
13' 6" an d  14* 6 "  o f w a te r , b u t s in ce  th e n , g ra v e l h ad  
accum ulated  on the shoal around  the w reck until th e re  w as abou t 
9 Teet o f w ater. I sw ept all over the site  of the  w reck an d  found a 
clear depth  of 9 feet which was the g rea test dep th  I could set my 
"sw eep" for. I hereby certify  th a t the w reck has been com pletely 
an d  sa tisfac to rily  rem oved ....3 13
Carson concluded with the fact that two scow loads o f  w reckage had been taken to 
Lake Huron and dumped in deep water.316
It took over eleven years to resolve the three-way conflict in the case o f the W alter 
R, Pringle, a case which saw an unholy trinity o f  the ow ner, the underw riter, and the 
governm ent clash over responsibility for shipw reck rem oval. The Canadian governm ent 
chased the Pringle's  owners with dogged determ ination, w hile the Pringle Barge Line 
Com pany tried to squirm  out o f  accepting responsibility  by conjuring up incredible 
excuses, e.g. "I was not the ow ner o f  the boat at the tim e she drifted on the head o f  Stag
3 l3Public Archives of Canada. Ottawa, R. G. 42. Scries II C l. Volume 379, File #24-2-88, document
#34.
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Island," "after tw o years have elapsed, a wreck is considered abandoned and nobody's 
property," "an individual purchased the remains o f the Pringle from the underwriters."
It took over eleven years for the Pringle  to become a problem ; as long as large 
portions o f the wreckage showed above w ater each year, this nuisance to navigation could 
be avoided by vessels easily enough. However, once the river's ice succeeded in toppling 
the boiler and elim inating any surface landmarks, the obscured location o f this threat to 
navigation prom pted one concerned boater, namely the Stag Island Ferry operator, to 
respond by complaining to Ottawa.
Had the Canadian governm ent carried through its initial response to the problem 
back in 1920, instead o f allowing eleven years to transpire before bringing up ownership 
questions and pulling a mouldy skeleton out o f the Pringle Com pany’s closet, the matter 
w ould  have been quickly resolved. H ow ever, quick so lu tions from slow -m oving 
bureaucracies cannot be expected.
d ) T h e  W a l l s c h i f f  (O c to b e r  2, 1953)
T he G erm an m ini-freighter, W allschiff, was on her maiden voyage through the 
G reat Lakes in the early autumn o f  1953, carrying 325 tons o f  steel to M uskegon.317 With 
a  gross tonnage o f  882, and a length o f  205 feet, this brand new steel vessel (she was 
launched on February 25, 1953, at Laucnburg, Germany)318 was ready for the far corners 
o f  the world.
3*7The Detroit Times, Oct. 5, 1953.
318"Master Sheet” on the Wallschiff, Institute for Great Lakes Research, Bowling Green Stale University, 
Ohio.
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Unfortunately, her rather tender, young crew was not ready for the currents, or the 
signal system used, in the St. C lair River.
A clear, mild evening blessed the St. C lair River valley as the P ioneer, a  bulk 
carrier belonging to the Clcvcland-Cliffs Company, cased silently beneath the Bluewater 
Bridge and into the narrow St. C lair River. She carried 9,000 tons o f  iron ore in her holds. 
Captain Tim othy O 'Leary's 43 years of experience on the Great Lakes did not m ake him 
any less cautious; he maintained a steady firsthand watch on the bridge himself, despite the 
lateness o f  the hour. The veteran sailor knew that this was one o f  the three dangerous 
bottlenecks in the Great Lakes system, so he watched cautiously as his vessel negotiated 
the treacherous currents where Lake Huron tried to drain itse lf into the narrow St. C lair 
River.
W hile still out in the lake, O 'Leary had noticed the green running light o f  a vessel 
o ff his starboard bow, quite close in tow ard the Am erican side, and still considerably 
dow nstream  from the Pioneer's position. That vessel was approaching in w hat could be 
termed "the wrong lane," or at least not the side o f the river usually occupied by upbound 
traffic.
As the two vessels drew closer, Captain O'Leary gave a two-blast signal, indicating 
his intention to direct his course to port, since the approaching vessel was hugging the 
American side o f  the river too closely for the custom ary port-to-port passing. N o response 
was received within half a minute, so O’Leary blew a danger signal to alert the captain o f  
the other ship. He followed this w ith another tw o-blast signal. A gain, no answ er was 
received, and the ships continued to approach each other.
W hen the vessels were within 1,200 feet o f each other, the upbound craft suddenly 
sw ung to starboard, heading across the river, in an apparent attem pt "to get into the right 
lane." Unfortunately, this vessel, the W allschiff, placed itself right across the path o f  the 
Pioneer.
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In what must have been a terrifying sight for these strangers in a strange land, the 
immense Pioneer, with a length o f over 500 feet, bore down upon the pocket freighter. The 
collision occurred near mid-stream, in Canadian waters. 'Hie Pioneer's bow ripped a huge 
hole in the port side o f the confused vessel. Follow ing the impact. Captain O 'Leary 
displayed remarkable presence o f mind by keeping the bow of the Pioneer embedded in the 
side o f  the stricken ship, pushing it out o f the shipping channel towards the Canadian 
shore, where the W allschiff settled in 60 feet o f water some 200 yards out from the Sarnia 
sho re .319
As it turned out, the only man on board the W aiiseh iff with any St. C lair River 
experience prior to that night was Captain Harold Patterson, the 72-year-old Canadian pilot 
who had boarded the W allschiff at Kingston, Ontario. Tragically, Captain Patterson died o f 
a heart attack during the collision. He was this mishap’s only loss o f life.
The W a llsch iff's  group consisted o f  16 crcw m em bcrs and one passenger, till 
Germ an nationals, and most o f  whom were rather young. Indeed, the wheelsm an at the 
time o f  the collision was the 15-year-oid cabin boy, with very little sailing experience (this 
was his second time at sea, the first being a recent trip to Sweden.320 "M anpower is scarce 
on a freighter, and [the cabin boy] was taking his turn at the wheel when the ore ship, 
Pioneer, bore down on the W allschiff in the darkness."321 As frightening as the moment 
may have been, the cabin boy rushed below deck immediately after the impact to warn the 
sleeping men below.
The W allschiff filled with water rapidly; she sank in seven minutes.322
319T1ic Port Huron Times Herald, Oct. 3, 1953.
320Thc Detroit News, Oct. 3, 1953.
32 ^ h e  Detroit Free Press, Oct. 3, 1953.
322The Detroit Times, Oct. 3, 1953.
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The W a lls c h i f f  Sinking,
Port Huron Times Herald front page newstory.
t o r t  K uron r i r . e 3 K e r a l a  O c t o b e r  3 f 1953
COLLISION
Pilot  Kil led/  
17 Rescued
A G erm an package fre igh ter b u ilt  only five m onths ago and m aking its 
second voyage sank in  40 feet of w a te r in the St. C lair river F riday  n igh t 
after colliding w ith  a G reat Lakes ore carrie r 600 feet south of the Blue 
W ater bridge.
Capt. H arold Patterson , 72. T oronto, who was piloting the ill-fated 
ship on its journey  through the r iv e r  to Lake H uron for the  Germ an 
captain, was killed in the  tragedy.
The sunken vessel, the 880-ton D IFG  W allschiff. of Lubeck. G erm any, w ent 
down in seven m inutes a fte r a huge hole w as ripped am idships on its port /left) 
side in a collision w ith  th e  9.600-ton P ioneer, of the Cleveland-Cliffs fleet.
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Captain Patterson was on the W allschiff to guide her through "One of the world's 
trick iest w aterw ays."323 Im m ediately after the collision, the pilot ran below to get his 
luggage. His body was later found in the river.324
The German captain o f the W allschiff aVMcd that he had been proceeding along the 
Canadian side o f the river ju st prior to the collision, and that he exchanged blast signals 
with the Pioneer. Conflict arose when the German captain's version o f  events were loudly 
contrad icted  by several w itnesses w ho had viewed the accident from the shore.325 
U nderstandably, much confusion existed on the bridge o f  the W allsch iff \n the seconds 
prior to the collision, undoubtedly fanned by the com m unication problem  posed by the 
different languages, as well as the unfam iliarity of the foreigners with the nature o f these 
waters.
Both Canadian and United States agencies debated who would make the official 
inquiry into the crash that took the life o f  one man, and slightly injured five others.326 The 
U nited States Coast Guard slated that it would hold an interrogation within a few days 
aboard the Pioneer, which was not seriously damaged, and which was moored in Lorain, 
O hio.327 The hearing scene shifted to Port Huron within two days in order to be closer to 
question the crew members o f the W allschiff?-* The Pioneer's captain, Tim othy O'Leary, 
testified for over six hours in Lorain, and his crew members also testified to seeing the 
G erm an sh ip  appear unexpected ly  in front o f  them  in the St. C la ir R iver.320
323/fcW.
324The Detroit News, Oct. 3, 1953.
325//;W.
326The Detroit Free Press, Oct. 4, 1953.
327The Detroit Free Press, Oct. 5, 1953. 
32®The Detroit News, Oct, 7, 1953.
229 Ibid.
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Twenty days after the W allschiff sank. Captain .1. Earl M cQueen o f Am hersiburg. 
Ontario, stated that he w as given the contract to salvage the Germ an m otor ship. Me 
anticipated the job  requiring at least 30 days, using derricks and tugs and 60 to 75 men.-'1-'0
The W a llsch iff way, raised on December 8, 1953, and taken to the Great Lakes 
Engineering W orks, Ecorsc, M ichigan, for repairs.331 In 1954, her name was changed to 
W arendorp  until 1966, and she made several return trips to the Great Lakes under that 
name. She then spent two years under Panamanian ow nership, before m oving to new 
owners in the Philippines, where she has been since 1968.332
Canada may have won the salvage right, but the American courts decided the guilt. 
The judge in the United States District Court accepted the P ioneer’s version o f  the story, 
since it was backed by the testim ony of independent and probably impartial w itnesses. 
How ever, som e o f the blam e did fall upon the Pioneer, when the judge ruled that the 
captain o f the Pioneer had acted in violation o f Rule 26 o f the Great Lakes Pilot Rules:
I f  th e  p ilo t o f a s team  vessel to  w hich a passing signal is 
sounded  deem s i t  unsafe to accep t and  assen t to said  signal, he 
sh a ll n o t sound  a cross signal; h u t in th a t case, an d  in every  
case w here the  p ilo t o f one steam er fails to  u n d erstan d  the course 
o r  in ten tio n  o f an  ap p ro ach in g  s team er, w h e th e r from  signals 
being given o r  answ ered  erroneously , o r from  o th e r causes, the  
p ilo t o f such  s te a m e r so receiv ing the  f irs t passing  signal, o r  
th e  p ilo t so in d o u b t, shall sound several sh o rt and  rap id  blasts 
o f the  w histles; an d  if  the vessels have ap p ro ach ed  w ithin ha lf a 
m ile o f  each  o th e r  bo th  sh a ll red u ce  th e ir  speed  to  h a re  
stceragew ay, an d , if  necessary, stop  and  reverse .333
33®Thc Detroit Free Press, Oct. 22, 1953.
33'M aster Sheet" on the Wallschiff, op. cit. 
i32Ibid.
333Gcorgc J. Joachim. "The New York Rule.” Inland Seas, Summer, 1985, Vol. 4 ), No. 2: 132.
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In olhcr words, as much as the master o f  the W a llsch iff  was in the w rong, the 
captain o f the Pioneer had contributed to the accident because he had violated this rule 
staling that if a master is in doubt as to the intention o f the other ship, he must slow down 
or even come to a full stop. It was discussed that, in everyday life on the Great Lakes, very 
few, if any, captains would bring their vessels to a halt simply because an approaching ship 
did not return their signal.
The case o f the W allschiff and the Pioneer clearly shows that, som etim es, the rules 
o f  the road arc learned by accident.
e) T h e  Sydney  E. S m ith , Jr . ( Ju n e  5, 1972)
Shortly after the midnight hour on M onday. June 5, 1972, the Canadian steam er, 
Parker Evans, loaded with grain and downbound on Lake Huron, neared the B luew ater 
Bridge. Just after 1:00 A.M ., as she entered the approaches to  the St. C lair River, she 
reduced speed to adhere to the lim its dem anded o f  navigators in these confined and 
meandering waters.
Upbound at that moment was the 66-ycar-old steam er, Sydney E. Smith, Jr. The 
night was clear, with excellent visibility, so the two vessels had no difficulty seeing each 
other's display o f proper lights. In exchanging single whistle blasts, they indicated that 
they would pass in "the usual lane o f traffic," namely port side to port side.
As the vessels neared each other, Captain Thom as David, o f the P arker Evans, 
noticed that the Smith  was having difficulties making the usual turn around that last bend
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leading to the open lake, so he ordered his helmsman to steer the Evans closer towards the 
American shore to their starboard in an effort to give the other vessel more m om .3-'’1
M eanw hile, the Sydney E. Smith, Jr. was pushing upstream  at her full speed o f 
about nine m iles per hour, which was the m aximum  allowable speed. The Second Mate. 
Henry G askins, was on watch, and he fell that the Sm ith  was heading too close to the 
Canadian shoreline. A fter a few m oments, the old vessel, having m oved beyond the 
m anagable backwash current close to shore right into the main downstream  force, failed 
completely to respond to her helm
The S m ith ’s  bow was caught by the strong current, anil the vessel was heading 
m ore and more towards the American shoreline, right across the bow o f the approaching 
Evans.
Gaskins could see both the red port light and the green starboard light on the Parker 
E vans. This m eant that her bow was heading straight for the Sydney E. Smith, Jr. He 
im m ediately blew the danger signal, followed, as a hasty afterthought, two blasts of the 
whistle to indicate a starboard-to-starboard passing.
Captain Davis on the Parker Evans threw his engines hard astern,335 but the last 
current and the vessel’s momentum plowed the Evans forward into the S m ith ’s starboard 
bow. Then an unusual thing occurred: the Evans separated from the Smith as in a rebound, 
and struck the Smith again about 50 feet astern o f  the first point o f impact.
Now Davis ordered his ship full steam ahead, in an effort to pin the Smith against a 
nearby dock, but the forceful current swung the Siiuth in such a way that the m anoeuvre 
failed. The Evans hastily dropped anchor and tied off sotiic lines to that nearby dock.
33^Thc Port Huron Times Herald, June 5, 1972.
335The Sarnia Observer, June 12, 1972.
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Captain Krislcnscn o f the Sm ith , who had tem porarily gone below , quickly 
returned to the pilot house. His attempts to radio the Coast Guard failed. The engine was 
pul on forward, but the vessel was developing a list from the water flowing into it, so the 
captain gave the command to abandon ship.
M eanwhile, another master, Captain Campbell, who had been relaxing in the pilot 
office on the Canadian shore, quickly activated the pilot boat to render assistance. From the 
Sm ith, Cam pbell m anaged to remove 3 1 o f  the 34 crew m em bers. Cam pbell's courage 
earned him the U.S. Coast Guard Life-Saving M edal.336 It was initially feared that the 
missing three were trapped below deck and would drown, but in fact, they had launched 
the Sm ith's  work skiff and taken themselves to shore and safety.
The Sydney IS. Smith drifted for a short time before sinking onto her starboard side 
in the main channel o f navigation. Thus began a partial blockade that affected navigation for 
weeks to come.
Salvage w as not attem pted by the ow ners, and the vessel w as declared  
abandoned.337
As in the ease o f the W allsch iff alm ost twenty years earlier, the spectacle o f a 
shipwreck, so close to home no less, attracted thousands o f  curious people to both sides o f 
the riverbank.
Several American and Canadian agencies immediately pushed for the recovery of 
the fuel on the Smith  to prevent pollution.338
336The Sarnia Observer, June 26, 1973.
337"Ship Information and Data Record" on the Sidney E. Smith, Jr. The Herman G. Runge Collection, 
Milwaukee Public Library, Milwaukee, Wisconsin.
338The Port Huron Times Herald. June 7, 1972.
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The Coast Guard's more immediate problem was establishing traffic control. With 
the S m ith  lying so close to the middle o f the river, two-way traffic was im possible; 
downbound vessels could use the river by day, while only upbound ships could puss at 
night. Vast num bers o f vessels congregated just upstream or downstream of the Blucwatcr 
Bridge each day or night, depending upon their heading. In an era when "time means 
money" was a popular catchphrasc, this was definitely an economic setback.
The rem oval o f the Sm ith's oil supply commenced on June 7, 1972,334 and was 
com pleted by June 12, 1972 without any major spillage.340
The Sydney E. Smith, Jr. rested on a drop-off, and a huge crack soon appeared in 
her hull. W ith the unrelenting current providing added pressure, the Smith  soon split in 
half, w ith the bow section breaking off. Now the salvage job  encom passed retrieving not 
one, but two huge pieces of steel wreckage from the dizzying swirl o f unfriendly water.
The Coast Guard undertook the removal o f the wreckage, and they called upon a 
Philadelphia firm , the Lucker M anufacturing Com pany, to provide the heavy-duty 
hydraulic equipm ent necessitated by such a dem anding venture. W ire ropes would he 
attached to each section o f the shipwreck, and gradually pull it out o f  the river by dragging 
it along the bottom  towards the shore. Concrete anchors had to be firmly embedded ashore 
as a brace, o r foundation, for these hydraulic pulling machines. Flotation foaming was 
pum ped into the wreck in an effort to provide some buoyancy before the "wreck pull."3'"
The larger section, the stern, was rem oved first, on Novem ber 11, 1972342; it 
ultimately became a dock on the Canadian side at Sarnia. The smaller bow section followed
339The Port Huron Times Herald, June 8, 1972.
340The Sarnia Observer, June 13, 1972.
34'T he Port Huron Times Herald, July 29, 1972.
342"Master Sheet" on the W.K. Bixby (later renamed the Sydney E. Smith. Jr.) Institute for Great Lakes 
Research, Bowling Green Slate University, Ohio.
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quickly enough. Normal vessel traffic was resumed on Septem ber 26, 1972, alm ost three 
months alter the mishap.
Federal Judge Damon K.J. Keith signed a final decree on N ovem ber 28, 1973, 
approving an out-of-court settlement o f the collision between the two steamers. Under this 
agreem ent, Eric Sand Steam ship Com pany, the ow ner o f  the Sm ith, paid the federal 
governm ent $3 ,218 ,084  for the rem oval o f  their p roperty , w hile  the H indm an 
Transportation Company, Ltd., owners o f the Evans, paid $318,084. The cost o f raising 
the Smith had been $5,277,000, so taxpayers indirectly paid the difference. H indm an also 
agreed to drop their suit o f $70,268 against Erie Sand Steam ship for repair costs to the 
E va n s. The com panies, in reaching th is agreem ent, neither adm itted  nor denied 
negligence.343
Captain Davis o f the Parker Evans seriously suggested that the B luew ater Bridge 
portion o f  the St. C lair River perm anently adhere to one-w ay shipping traffic.344 His 
suggestion was not accepted.
If any lesson can be learned from the sinking o f  the Sidney E, Smith, Jr., it has to 
be one based upon the unpredictability of M other Nature. A powerful m an-m ade vessel will 
not always react in a hitherto established manner when it attempts to place some controls or 
restrictions or dem ands upon nature. Once we go too far, o r make the m istake o f  losing 
respect for nature, it could kill us.
343 77it* Detroit News, Nov. 29, 1973.
34477><' Sarnia Observer. June 13, 1972.
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CONCLUSION
One o f  the most dangerous sections o f the overall Great Lakcs-Sl. Lawrence River 
system  is the St. C lair River; it is one o f three respected and feared bottlenecks on this 
m ajor transportation route (the other two being the Detroit River and the St. Mary's River, 
which are ju st as crowded, shoal-riddled, and, in parts, narrow as the St. Clair River).
The establishm ent o f the St. C lair River as an international boundary added to the 
usual com plications o f marine losses; the position o f  the sunken vessel determined which 
nation had jurisdiction over the matter, and often, as in the case of the steamers, Joliet, and 
W alter R. Pringle, the political w rangling proved tim e-consum ing and potentially  
dangerous.
The maritime and shipbuilding history o f  the St. Clair River established the fact that 
the river is part o f the life of this area, and has provided employment to its residents in the 
form o f shipbuilding in earlier times, and recreational opportunities more recently.
The characteristics o f Great Lakes shipping were changing rapidly at the turn o f the 
century, with the m ain focus being on ships' lengths and tonnage-carrying capacity. For 
exam ple, the largest steam er built on the Great Lakes in the year 1891 was the 355-fool 
E.C. Pope, capable o f  carrying ju st over 4,000 tons o f  ore. In 1896, the largest vessel 
constructed was the 426-foot George Stephenson, with a tonnage-carrying capacity of 
6,844. The 500-foot-m ark for vessel construction was achieved in 1904 with the launching 
o f the 560-foot Augustus B. Wolvin, which could carry 9,877 tons o f ore. The year 1906
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saw the 600-foot-mark broken by the 602-f'oot E.Y. Townsend, with a carrying capacity of 
11,100 tons. In 1914, the largest steam vessel built on the Great Lakes was the Canadian 
freighter, W. Grant Morden, with a length of 625 feet and a capacity o f 14,200 tons. Over 
a period o f 23 years, from 1891 to 1914, the lengths o f  these huge vessels had almost 
doubled (from 335 feet to 625 feet), while their tonnage capacity had more than tripled 
(from  4,053 to 14,200 tons).345 Vessel sizes stayed consistent for a long time after this; 
older sailors concluded that maximum dimensions and capacities had been reached.
In the latter part o f  the twentieth century, however, these ships’ figures skyrocketed 
to new heights, or, more aptly, lengths. With the launching o f  the Edm und F itzgerald  in 
1958, the Great Lakes freighters attained a length o f 729 feet, with a tonnage capacity o f 
40,000. By 1972, the first o f 12 "Maximum Lakers," the Stuart J. Cort, with a length o f 
just over 1,000 feel and a cargo tonnage capacity o f 64,000, was constructed for use on the 
upper Great Lakcs.346W hal had been deemed impossible earlier in the century was now 
regularly plying the lakes’ waters. Vessels almost tripled in length between 1891 and 1972, 
while the tonnage capacity increased an incredible 15-fold!
Dramatic changes occurred sim ultaneously along, and on, the St. C lair River. 
Com m ercial shipbuilding changed, from the quick production o f smaller, wooden, low- 
lonnage ships, to fewer, but larger vessels seeing construction. Marine losses also reflected 
changes. O f the ship sinkings in the years 1900 to 1909, 12 were sail vessels or barges,
345/i*mwi'.v Marine Directory o f the Northwestern Dikes. (Chicago: Harvey C. Beeson, 1918): 58.
34ftJaei|ucs I.esstrang. Cargo Carriers o f  the Great Dikes. (Boyne City. Michigan: Harbor House 
Publishers, 1985): 51.
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while 34 were steam ers; from 1910 to 1919, five wore sail o r barges, ami 14 were 
steam ers; the 1920’s witnessed the sinking o f five more sailing ships or barges, while the 
num ber o f steam ers that went to the bottom jum ped to 26. Only one sailing vessel sank in 
the St. C lair River in the I930's, with that same number in the 1940’s {and none since 
then), while four steamers sank in the 1930's, five in the 1940's, three in the 1950's, two 
in the 1960's, and only one in the 1970’s, with none since then. The total elim ination of 
com m ercial sailing vessels and sm aller, steam-powered freighters by the 1940’s showed 
them  to be the maritime equivalent o f the "horse-and-buggy"; their time had passed, and 
huge, steel behemoths replaced them.
The success o f the initial and regular river dredgings, the aids to navigation, such as 
lighthouses, lighted buoys, ranges, daymarks, etc., and advances in electronic technology 
such as radio, radar, and position-finding devices have all reduced the natural dangers and 
threats to marine transportation on the St. C lair River. It seem s that, today, complications 
are human rather than natural.
Contem porary new spaper accounts detailing shipping losses at the turn o f the 
century invariably identified the insurance rating of the unfortunate vessels, and the amount 
for which each ship was insured. An explanation of these ratings and their significances, 
with a few examples o f  the underwriting history o f several St. C lair River vessels, is vital 
for an understanding o f the economic aspect o f Great Lakes commercial shipping.
The study o f the salvage laws o f  not only the Stale o f  Michigan and the Province o f 
O ntario , but also the United States and Canada, also indicated evolution; "wrecking" 
moved from the status o f  respectable occupation working within established guidelines and
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laws al the turn o f the century to being virtually non-existent at the present day, and with 
salvage laws being redefined and expanded as needed to cover the illegal rem oval o f 
shipwreck parts, often merely as tokens o f accom plishment, by the increasing num ber of 
sport scuba divers.
Over 100 vessel sinkings, o f varying intensities, complications, and significances, 
occurred in the St. C lair River in this century; all o f them are listed and described in the 
survey, with four o f the more pronounced examples studied in detail.
People seem  to have an inordinate fascination with d isaster stories and, as 
unfortunate as these events arc at the time for the people involved, disasters at sea, whether 
caused by accident, weather, or military action, provide one o f the few sources o f  primary 
material available to historians. In effect, tim e can stand still on the riverbed. Such is 
certainly the ease with the St. Clair River.
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APPENDIX A 
Survey of the St. Clair River Marine Losses, 
1 9 0 0 - 1 9 7 2
The thumbnail descriptions o f the live St. C lair River marine losses for the year 
1900 are condensations o f  a chapter (pages 155-174) in the author’s earlier work. 
"Shipw reck Tales: The St. C la ir River (to 1900)", published in 1987. ’Hie rem aining 
m arine loss sketches, beginning with the year 1901, were written specifically Ibr this 
thesis.
FO NTA NA (August 3, 1900): The huge, graceful schooner, Fontana, built in St. Clair, 
M ichigan, in 1888,347 sank in the busy mouth o f the St. Clair River after a collision 
with the schooner, Santiago .***One life was lost. It look several weeks o f  debate to 
determ ine the m ethod o f  removal and the jurisdiction (the wreck lay 100' inside the 
United States boundary.)349 M eanwhile, the Fontana  wreck caused the sinking o f the
347R c v ,  Peter Van tier Linden, ed., and the Marine Historical Society of Detroit. Great Lakes Ships We 
Remember If, (Cleveland: Freshwater Press, 1984): 117.
34^Thc Pori Huron Daily Herald, Aug. 4, 1900.
349The Port Huron Daily Times, Aug. 9, 1900.
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schooner, John B. Martin, with the loss o f four lives, seven weeks later. The Fontana  
was then pulled to pieces by a tug utilizing dynamite.350
EUREKA (Septem ber 11-12, 1900): The barge, Eureka, sank w hile fully loaded at 
Jcnkinson's coal dock in Port Huron. Built in 1872, the Eureka  was lightered o f her 
cargo, and pumps were used to raise her.351 This vessel, returned to service, sank a 
year later in a fall storm between Port Huron and Tawas City, M ichigan, with the loss 
o f  one life.352
JOH N B. M ARTIN (Septem ber 21, 1900): The schooner, John B. Martin, sank at the 
head o f  the St. C lair River after a direct collision with the steam barge, Yuma, and 
indirectly because the shipwreck, Fontana, hindered safe navigation. Four lives were 
lost. The John Martin, lying in about fifty feet o f  w ater,353 delayed shipping traffic 
temporarily. Great Lakes vesselmcn were incensed by this second shipping disaster at 
that site .354 The governm ent authorized clearing the w reck o f  the John M artin  to a 
depth o f  25 feel, so that even the deepest draft vessels could pass over the wreck.355
350The Port Huron Daily Timex, Sept. 5, 1903.
35'The Port Huron Daily Herald, Sept. 12, 19(H).
352David Swayze. Shipwreck! A Comprehensive Directory o f  Over 3,700 Shipwrecks on the Great Lakes. 
(Boyne City, Michigan: Harbor House Publishers. Inc., 1992): 83.
353More accurate depth measurements done later indicated a depth of 621.
35‘5The Duluth Evening Herald, Sept. 22, 1900.
3 5 5 /Wrf.
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SW A LLO W  (O ctober 5, 1900): The 133-foot wooden propeller. Swallow , built in 
T ren ton , M ichigan , in 1873,356was struck, due to an erro r in signals, by an 
unidentified upbound steam er two miles below Marine C ity.357 She stink in eighteen 
feet o f w ater near shore,358 but was rebuilt that winter in Detroit. However, a year 
later, the Swallow  sank in a gale on October 19, 1901, about ten miles o ff Lake Erie's 
treacherous Long Point, her eleven-man crew being rescued by her tow.35'7
ELIJAH W IN DSO R (Novembei 12, 1900): The 85-foot steam er, lilijah Windsor, was 
built in 1871 at Som bra, Ontario.360 This ship waterlogged and capsized near Port 
Huron, grounding on the Canadian shore.361 The undramalic, but fortunate, important 
fact is that no lives were lost when this $2,000 ship sank.
FOSTORIA (May 10, 1901): The 237-gross-lon schooner-bargc, b'ostoria, built at Black 
River, O hio, in 1865,362 sank in the St. C lair River, taking two lives with her. The 
Fostoria  went down just abreast o f  the Grand Trunk elevator on the Canadian side o f 
the river channel. The ship and its cargo were regarded as total losses,363 the latter
356"Mu.stcr Sheet” on the Swallow, op. cil.
357Thc Port Huron Daily Herald, Oct. 6, 1900.
358The Port Huron Daily Timex, Oct. 6, 1900.
350Thc Port Huron Daily Timex, Oct. 21, 1900.
36()Mann, op. fit., p. 4.
36,The Port Huron Daily Herald, Nov, 13, 1900.
362Mansfietd, op. cit., 826.
363The Port Huron Daily Herald, May I t ,  1901.
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because there was lilllc profit margin in salvaging som ething as inexpensive as coal, 
and the former because o f her advanced age and condition.
GEORGE STAUBER (August 21, 1901): A small ferry boat running between Port Huron 
and Point Edward, the George Stauber, built in 1883, disappeared beneath the swift 
waters at the mouth o f the St. C lair River after a collision with the M cD ougall. Nine 
people from the ferry frantically floundered to keep alive while they floated in the fast 
stream.31*4 M iraculously, all o f them lived to tell this tale. The George Stauber  was not 
carrying any lights at the lime of the accident, and the vessel carried only fire insurance, 
but no marine. She was valued at $2,500.365
T. S. FAXTON (O ctober 20, 1901): This 120-foot vessel, built in Clayton, New Y ork in 
1874, was finally abandoned in 1931.366 The T. S. Faxton  burned to the water's edge 
al M arine City. Alex Anderson started rebuilding this ship as a barge, using the original 
machinery from the ill-fated Faxton. W hen this ship was re-launched in 1902, she had 
a new name, the Edward P. Rccor,367 and, as such, saw another 29 years o f  service.
GEORGE H. W AND (April 17, 1902): The 140-foot schooner-barge, George H. Wand, 
launched at Buffalo, New York, in 1866,368 was under tow in the St. C lair R iver when
3f,4The Sarnia Observer, Aug. 22, 1901.
365The Port Huron Daily Herald, Aug. 22, 1901.
■ ^"M aster Sheet" on ihe 7. S. Faxton, Institute for Great Lakes Research, Bowling Green State 
University, Ohio.
3(*7The Port Huron Daily Times, Dec. 6, 1901.
368John Greenwood. Namesakes, 1900-1909. (Cleveland: Freshwater Press, 1987): 112.
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it sank in a collision with the steamer, Lagomht. Over two months later, the government 
steam er, Hancock, using, dynamite, cleared the wreck lor navigation.360
K ITTIE M. FORBES (May 21 ,1902): The 209-loot, wooden steamer, Kittle M. Forbes, 
launched at W est Bay City, M ichigan in 1883,370 caught on fire while on the St. C lair 
F lats.371 The crew  quickly headed the ship to the nearest dock and escaped to shore. 
M eanwhile, the dock caught on fire and the Forbes was cast adrift. By midnight, only 
the burning hull remained. The hull was eventually towed to Algonac, where the vessel 
w as abandoned.372
G LEN IFFER (June 2, 1902): Tw o people died when an unidentified steel freighter (later 
ascertained to be the A dm iral)™  collided with the Glenijfer, at the St. Clair Flats. The 
135-foot G leniffer, built at Port Robinson, Ontario, in 1873,-™ swung out into the 
course o f  the downbound freighter in an effort to avoid the wreck o f the Kittie Forbes. 
The steam er sm ashed o ff the stern o f  the schooner, causing her to sink within minutes; 
the freighter, m eanw hile, continued on her course as though nothing had happened.
360The Pori Huron Daily Times, June 25, 1902.
370Grcenwood. Namesakes, 1900-1909. Op. cil., 32.
371 The Port Huron Daily Times, May 23, 1902.
372The Port Huron Daily Times, June 28, 1903.
373The Sarnia Daily Observer, June 6, 1902.
374”Master Sheet" on the Gleniffer, Institute for Great Lakes Research, howling Green State University,
Ohio.
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The female cook and a sailor sleeping below were drowned. The wreck was dynamited 
by the U. S. Corps o f Engineers on June 27, 1902.375
10A (Novem ber 28, 1902): The wooden barge, Ida, loaded with sugar beets, sank at the 
Sichcn dock, but was quickly raised and returned to scrvicc.37<iThis 120-foot vessel, 
launched at M ilwaukee in 1867, sprang a leak and capsized in Lake M ichigan on 
Septem ber 29, 1908, with her crew reaching shore safely.377
THOM AS D. ST1MSON (June 30, 1903): The Virginias, a wooden schooner launched at 
M ount Clem ens, M ichigan, in 1881, was converted to a 160'6" propeller in M ay, 
1887, and renam ed the Thomas D. S tim son ,378 W hile on the St. C lair R iver Flats, 
crew m cm bcrs observed that the ship was on Fire. Quickly heading her for the shore 
near the Star Island House and scuttling her there, the crew escaped unharm ed.379 The 
Thom as D. Stimson was never rebuilt, her Final enrollm ent being surrendered at Port 
Huron on Septem ber 29, 1903.
CHAM PION and CHARLES SPADEM AN (July 13 and 16, 1903): The steel steam er, 
Robert W. E. Bunsen, was downbound when it collided, near Algonac, with a small, 
w ooden vessel, sinking her. A fter unloading at a Lake Erie port, the B unsen  was
373/ /> i f / .
37f,The Port Huron Doily Herald, Nov. 29, 1902.
377"Masler Sheet” on the Ida, Institute for Great Lakes Research, Bowling Green State University, Ohio.
37!'"Master Sheet” on die Virginias, Institute for Great Lakes Research, Bowling Green State University, 
Ohio.
379The Port Huron Daily Times, June 30, 1902.
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upbound on her return voyage when it again iiit a small wooden vessel near Algonae, 
again sending her to the bottom! In the first incident, the sehooner-barge. Champion, 
was upbound when she was struck by the Bunsen at (he head o f Russell Island. The 
crew  was removed from the sinking vessel. Efforts were made to shift the wreck o f the 
Champion over to the Canadian bank where she would be out o f the way,™0 but these 
attempts failed. A day later, the Champion was formally abandoned by her owner as a 
total wreck, and the government stepped in. The wreck was dynamited to piecemeal.™1 
Three days after the first incident, upbound this lim e, the B unsen  hit the 134'2" 
schooner, Charles Spademan, built in M arine City, M ichigan, in 1873. The Bunsen  
had struck again, literally! No lives w ere lost and no injuries were sustained, the 
Spadem an's  crew  having been rescued by local fisherm en. The schooner was soon 
raised and repaired, but on December 10, 1909, ice cut through her hull when she was 
o ff Put-in-Bay, western Lake Eric, and she sank to a total loss, with no loss o f  life.™2 
M eanwhile, the Bunsen  continued plying the lakes until sold for ofl-Lakcs use in 1973.
G EO RG E W . SIGISON (July 25, 1903): The 40-foot tug, George W. Sigison. built in 
1873 at Buffalo, New York, caught fire at her Port Huron dock and sank. Three days 
later, when the tug, Watson, raised her, her owners announced that the Sigison  would 
be rebuilt,383 but by the spring o f 1904, her ow ners had second thoughts. A new
3H°Thc Port Huron Daily Times, July 29, 1903.
381 The Port Huron Daily Times, Sept. 5, 1903.
382"Mastcr Sheet" on the Charles Spademan, Institute for Great Lakes Research, Howling Green State 
University, Ohio.
383The Port Huron Daily Times, July 29, 1903.
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ow ner rebuilt and re-enrolled her, and lei her ply the waters o f the St. Clair River for 
several more years. By 1914, the G eorge W. Sigison  was no longer in registry,384 
probably having been abandoned along some backwater wharf.
JOHN N. GLIDDEN (October 9, 1903): The barge, Magna, upbound, collided with the 
221*7" wooden propeller, John N  Glidden, built in Cleveland in 1879, downbound in 
the St. Clair Flats ship canal. The latter sank im m ediately, beginning what was later 
referred to as the "Great Blockade." By the next morning, thirty ships waited upstream 
from the wreck, not quite certain  if they could risk w riggling past the sunken 
G lidden .385 One expert felt that dynam ite would be impossible to use because o f  the 
threat to the walls o f the canal, being in such close proxim ity. Tugboats arrived from 
several ports, and were busy doing business towing larger lake vessels cautiously past 
the slightly-shifted remains o f the Glidden. Five days after she sank, her bow section 
w as dynam ited  o ff.386 The G lid d e n 's  stern ha lf soon broke the surface using 
pontoons, and her remains were towed to Detroit, where her boilers were removed and 
she was scrapped.387 The St. C lair River was once again open for business.
384Tlie Great Likes Register, 1904.
3S5The Port Huron Daily Times, Oct. 9, 1903.
38JlThc Sarnia Daily Observer. Oct. 21, 1903.
3S7"Mastcr Sheet" on the John N. Glidden, Institute for Great Lakes Research. Bowling Green Stale 
University. Ohio.
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VALLETTA (August 9, 1904): The Valletta, a small wooden propeller 50'8" long, 10*2" 
wide, and w ith a draft of 4 ’2", was built in Syracuse. New York. On August 9, 1904, 
she burned to a total loss on the St. C lair River.388
GERM AN IC (Novem ber 6, 1904): The 216' wooden propeller, Germanic, built at West 
Bay City, M ichigan, in 1888, dropped anchor in a severe fog ami waited for daylight, 
but the anchor dragged, and she was soon hard aground at the head o f Stag Island. 
Tugs w ere sum m oned, but they failed to pull her off, and the slow, difficult job  of 
"lightering" her389 (unloading her heavy cargo so she would not draw as much water) 
began. A lamp in the engine room of the Germanic  exploded, and the entire vessel was 
soon ablaze. The fourteen men aboard quickly evacuated. The Germanic, valued at 
$40,000, was insured for that amount, and her cargo o f coal was also insured.3'111 After 
U.S. authorities dynamited the wreck, it was pointed out that the Germanic lay entirely 
in C anadian waters, and was thus outside U.S. jurisdiction. The G erm anic 's  final 
enrollm ent w as surrendered at Cleveland on December 21, 1904. Her burned out hull 
w as eventually raised by Tom Reid o f  Sarnia and sold in 1908 to M anley Chew, of 
M idland, O ntario, who rebuilt her. The G erm anic  was renamed the R eliever  and
388Mastcr Sheet" on the Valletta, Institute for Great Lakes Research, Rowling Green Slate University, 
Ohio.
389The Sarnia Daily Observer, Nov. 7, 1904.
39()Thc Detroit Free Press, Nov. 8, 1904.
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relaunched in 1909 under Canadian registry. Later that year, on Novem ber 3, 1909, the 
Reliever burned at M ethodist Point, Georgian Bay, to a total loss.391
J. C. CLARK (May 13, 1905): The propeller lug, J.C. Clark, was built in 1865 at M arine 
City, M ichigan. She operated on the ferry run between Sarnia and Port Huron when 
she burned at Port Huron.392 Her registry was closed on May 20, 1905.
GEORGE T. BURROUGHS (May 31, 1905): The 109-foot George T. Burroughs was a 
steam propeller built in 1881 in Chicago. Used as a sandsucker, she proceeded with a 
load o f gravel down the St. C lair River towards W indsor from Port H uron.393 At 
Southeast Bend, the Burroughs  was jarred  from stem to stern when a m uch larger 
freighter struck her, crushing her hull. This m ystery freighter was believed to have 
been the 291' wooden bulk cargo vessel, C. F. Bielman,394 towing a barge. W ith her 
value set at $4,000, the Burroughs was abandoned.
YAKIM A (June 12, 1905): The 279-foot Yakima was a huge wooden propeller, built in 
1887 at Cleveland.395 Bound down with a load o f iron ore, the Yakima's rudder chains 
parted and she grounded at the head o f  Stag Island on Saturday, June 10, 1905. After
39'"Master Sheet" on the Germanic, Institute for Great Lakes Research, Bowling Green State University, 
Ohio.
39-flic  Port Huron Daily Hcraltl, June 3. 1905.
393Thc Port Huron Daily Herald, June I. 1905.
393According to the Detroit Free Press, the Bielman passed Detroit at 5:00 that morning, which would 
have placed her at the scene of the collision earlier that night.
395"Master Sheet" on the Yakima, Institute for Great Lakes Research. Bowling Green State University, 
Ohio.
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two days o f tugs yanking to free her, the Yakima caught on tire and burned nearly to 
the w ater’s edge.She was insured lor nearly her full value o f $40,000.-™'1 Salvage 
work commenced immediately, but the damage was too extensive, so she was towed to 
Sarnia Bay, stripped o f most o f her machinery, and abandoned at the bottom  of the 
bay. In 1928, her hull was raised, towed into Lake Huron and scuttled.-™7
LINDEN and CITY O F ROM E (June 23, 1905): T he Cily o f  Rome and the Linden  both 
sank in the collision w ith each othct o lTTashm oo Park. The Linden  sank almost 
immediately, taking to their deaths the steward and his wife.™8 The City o f  Rome sank 
o ff the Tashm oo Park dock. The Linden  was a menace to navigation, but the City o f  
Rom e  sank in a rem ote part o f  the river. The 268'2" City o f  Rome, valued at $45,000, 
was built in Cleveland in 1881. The 206-lbot Linden, built in Port Huron in 1895, had 
a value o f  $35,000 and was partially covered by insurance, 'flic R om e  was soon 
floating again, and she lasted another nine years on the Great Lakes, until, on May 7, 
1914, she caught fire and was run ashore near Ripley, New York, on Lake Erie, with 
no lives lost.-™9 The Linden  sal at the bottom o f  the St. C lair River for three years 
before her salvage was accomplished. Fifteen years later, the Linden burned and sank
™6Thc Sarnia Daily Observer and the Port Huron Daily Herald, June 13, 1905.
™7The Port Huron Times Herald, Oct. 16, 1928.
™8Thc Port Huron Daily Herald, June 24, 1905.
^ ""M a s te r  Sheet" on the City o f Rome, Institute for Great Lakes Research, Bowling Green State 
University, Ohio.
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1,800 feet southeast o f the W ater W orks City Dock, Tawas, M ichigan, on Novem ber 
28, 1923 400
JOSEPH DUVALL (December 5, 1905): The 103-fool wooden schooner, Joseph Duvall, 
was constructed at Manitowoc, W isconsin, in 1874. The Duvall's final encounter came 
on D ecem ber 5, 1905. She was struck by the large, downbound whaleback steam er, 
the Jam es B, Colgate, loaded with ore. Her crew escaped in a small boat.401
HATTIE (January 14, 1906): The small American steamer, Hattie, having burned herself 
loose from the dock at Courtright, Ontario. She had been engaged in ferrying between 
that town and St. Clair across the river. The Hattie  was a total loss, but was insured for 
only a small amount o fh e r  $5,000 value.402 Built in 1882 at Pair Haven, M ichigan, the 
H attie  m easured 8 4 T ' x 18'8" x 6 '4 " 403
ERIN (M ay 31, 1906): The 174-foot Erin was cut nearly in half in a frightful collision 
with the 420-foot John B. Cowle.AM All but five o f  the fourteen members o f the Erin's 
crew  m anaged to  reach shore safely. The C ow le  evidently was confused as to the 
num ber o f  boats approaching. The Erin, which was constructed in 1881 at the famous 
Shickluna Shipyards o f St. Catharines, rested in 50 feel o f water. She was valued at
400”Master Sheet” on the Linden Institute for Great Lakes Research, Howling Green Slate University, 
Ohio.
401 The Port Huron Daily Times, Dec. 7, 1905.
402The Port Huron Daily Times, Jan. 15, 1906.
403”Master Sheet” on the Hattie, Institute for Great Lakes Research, Bowling Green State University, 
Ohio.
404The Port Huron Daily Herald, May 31, 1906.
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$16,000 at the time of loss.405 Capt. M ontague was exonerated after the investigation 
vindicated the Cowle and her c re w 406
JOHN H. PAULY (August 10, 1906): Fire broke out in her hold while she was tied up at 
the Sickens slave dock at Marine City 407 The disquieting cacaphony of steam whistles 
quickly summ oned hundreds o f  curious and excited townspeople to the river's edge. 
The Hamcs spread until the shed and dock began to smolder. In an effort to save them, 
the Pauly was cut adrift towards the Canadian side, entertaining the crowd. The ship 
grounded in the shallows about two m iles downstream  ju s t o ff the Canadian shore, 
where she burned herself out, a total loss. This $10,000 ship was insured for only 
$4,000. Built in 1880, she was a 197-tonner.408
ALICE M. (Septem ber 1, 1906): The Alice M„ a small steam  yacht m easuring 45' x 15' 
x 3.04', was destroyed by Fire at Algonac on Septem ber 1, 1906. N um bered 202413 
and built in Detroit in 1894, she registered nine gross tons.409
NELSON M ILLS (Septem ber 6, 1906): A bout three m iles below St. C lair, the steel 
steam er, M ilwaukee, plowed her bow into the 164'4" Nelson M ills  w ith a deafening 
crash , virtually  sp litting  her in tw o.410 Two o f the M ills ' crew  perished. The
405"Ship Information and Data Record" on the Erin from the Herman G. Runge Collection, Milwaukee 
Public Library.
400The Port Huron Daily Herald. Aug. 6, 1906.
407The Duluth Evening Herald, Aug. 10, 1906.
408The Port Huron Daily Herald, Aug. 10, 1906,
409"Computer List,” Institute for Great Lakes Research, Bowling Green State University, Ohio.
410The Port Huron Daily Herald. Sept. 7, 1906.
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M ilw aukee  proceeded lo Buffalo, but the Nelson Mills, built in 1870 at Vicksburg 
(now  M arysville), M ichigan, was a total loss. Inland Lloyds placed her value at 
$12,000, while her owners claim ed a value o f $20,000. In February. 1907, Judge 
Hum phrey o f  Chicago, found both ships lo be at fault. The losses were calculated to be 
about equal, the M ills' loss set at $16,000 and the damage to the steel ship to be the 
same amount. Judge Humphrey suspended, for six months each, the first mates o f both 
vessels, who were in active com m and at the time, for cross-signalling and failure to 
reduce speed or reverse the engines.411
H IAW A THA (Septem ber 20, 1906): The 927"  Hiawatha was a wooden propeller, built 
in Dresden, Ontario, in 1874, and worked as a ferry vessel operating between Sarnia 
and Port H uron.412 The ship ran too close to the Am erican shore and struck a 
subm erged pile about 75 feet from the river bank. The passengers escaped in the 
lifeboats. W ith the stern submerged in a depth o f about 25', and with the vessel lying 
about 75' from shore,413 she was easy to salvage and return to service. In 1930, she 
was sold to the Little Current Ferry Com pany for service on Georgian Bay, but once 
the Hiawatha  arrived at Little Current on Manitoulin Island, she was abandoned.
A R G O N A U T and H A TTIE W ELLS (O ctober 12, 1906): The 213-loot, propeller, 
A rg o n a u t w as launched on April 12, 1873 at Detroit. T he schooner, H attie Wells,
4 ' 'The Sarnia Daily Observer, Feb. 26, 1907.
412"Mastcr Sheet" on the Hiawatha, Institute for Great Lakes Research, Howling Green Slate University, 
Ohio.
4 *3The Sarnia Daily Observer, Sept. 21, 1906.
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m easuring J3 5 T ' in length, was also an old vessel, having been built in 1867 at Port 
Huron. She was lengthened to 164'5" in 1885. 4l4W hile the Argonaut and the Hattie  
Wells were docked end to end at M arysville, fire broke out in the aft apartm ents o f the 
latter vessel and spread quickly to the Argonaut. The Argonaut burned to the water’s 
edge and was totally destroyed, while the schooner, where the fire had originated, was 
towed away and the fire aboard her was extinguished. T he A rgonaut w as valued at 
$10,000. The H attie Wells had $8,000 w orth o f dam age, had insurance, and was 
rebuilt; the Argonaut, which had none, was not.415 The perm anent demise o f  the Hattie 
Wells cam e on November 9, 1912,when her cargo shifted and the vessel swam ped and 
sank o ff  St. Joseph, Michigan, in Lake M ichigan, with no lives lost.
JAM ES FISK JR. (November 14, 1906): W hen the old wooden steam er, Jam es F isk Jr., 
passed through the St. C lair Flats, the helm sm an discovered flam es, origin unknown, 
bursting out o f  a section o f the pilot house in the forward part o f  the boat. T he crew 
beached their vessel on the American side and came safely ashore in a  small lifeboat.416 
The 2 I6 '3"  Jam es Fisk Jr., built in Buffalo, New York, was launched on July 15, 
1870. Deemed a possible nuisance to navigation, this hull was rem oved in 1920 by the 
U. S. Corps o f  Engineers 417
414"Master Sheets" on the Argonaut and the Hattie Wells, Institute for Great Lakes Research, Bowling 
Green State University. Ohio.
4 '■'The Port Huron Daily Herald. Oct. 12, 1906.
416The Port Huron Daily Times, Nov. 15, 1906.
417"Master Sheet" on the James Fisk. Jr., Institute for Great Lakes Research, Bowling Green State 
University. Ohio.
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SEG UIN and I. L. BELL (N ovem ber 14, 1906): A collision occurred betw een the 
C anadian steam er, Seguin , and the barge, I. L. Belie , in the rapids between Point 
Edw ard, Ontario, and Port Huron. M ichigan. Both vessels sustained large holes in 
their sides, and both o f  them sank, the former doing so at Sarnia, and the latter abreast 
o f  Point Edw ards.418 The cause o f  the collision was the steam er. R o c k e fe lle r , 
crowding the Seguin too close to the shore, not allowing her room enough to pass clear 
o f the Bell. The Bell was pumped out and refloated. The 843-nel-ton Seguin, built in 
Ow en Sound in 1890, was rebuilt and returned lo duty, until she was broken up in
1944.419
M ARYLAND and TUSCARORA (July 11, 1907): The steel propellers, the M aryland  anil 
the Tuscarora, collided head on! The M aryland  drifted stern downward to a point 
opposite the Sarnia oil refinery, where she settled on the middle ground.4211 She was 
later pulled by a tug into shallow water. Both vessels were lightered and taken into 
drydock for repairs. The Tuscarora  was 291*4” x 40’4" x 22', while the M aryland  was 
316'4" x 42' x 20' 4", both were built in the same year, 1890, the former in Cleveland 
and the latter in W yandotte, M ichigan, and both experienced sim ilar demises. During 
W orld W ar One, both ships were sent to the East Coast for military purposes. The 
Tuscarora sailed from M ontreal on December 6, 1917, on a trans-Atlantic voyage, and 
was never heard from again. Her entire crew  o f  30 w as lost, presum ably lo enem y
418The Marine Review, XXXV, March 28, 1907.
419Mills. Op. cit., 110.
420The Port Huron Daily Times, July 12, 1907.
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subm arine action. The M aryland, bound from Philadelphia for London, England, was 
lost o ff Nantucket Island on Decem ber 26, 1916, with all 34 hands lost, also quite 
likely the victim o f an enemy subm arine!421
FRED PABST (October 18, 1907): The 287’3" wooden freighter, Fred Pabst, launched at 
M ilwaukee in 1890, sank in the St. C lair River opposite Point Edward after a  collision 
with the steam er, Lake Shore. The Pabst's  steering broke, and she sheered into the 
other steam er 422 Her final enrollment was surrendered at M ilwaukee on December 13, 
1907, and endorsed "vessel w recked.1' Raised by the Reid W recking Com pany on 
February 1, 1908, she was towed into Sarnia w ith plans to convert her to a lighter. 
W hen these plans fell through in 1910, she was allowed to sink at the dock. In the fall 
o f  1920, she was raised and converted to a floating dry dock for the W olverine Dry 
Dock Com pany at Port Huron 423
W ILLIAM  E. REIS (November 1, 1907): Owned by the M itchell Com pany, the steam er, 
William E. Reis, went to the bottom  o f the St. C lair River near Algonac in the fall of 
1907 424 but was quickly salvaged.
H. P. M cINTOSH (July 8, 1908): The huge, 520-foot, steel steam er, H. P. M cIntosh, 
launched on M arch 27, 1907, at W est Bay City, M ichigan, sank when she w as struck
421 "Master Sheets" on the Tuscarora and the Maryland, Institute for Great Lakes Research, Bowling Green 
State University, Ohio.
422The Sarnia Observer Weekly, Oct. 18, 1907.
423"Master Sheet" on the Fred Pabst, Institute for Great Lakes Research, Bowling Green State University, 
Ohio.
42JThe Detroit Free Press. July 8, 1908.
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by the steam er M. A. Hanna in the St. Clair River about a year later. The M cIntosh hai! 
run aground on a shoal near Sarnia. W hen she succeeded in freeing herself, she ended 
up broadside in the path o f the approaching Hanna. The Hanna, built in 1899.1,25 
suffered only a tw isted stem  and two or three broken steel plates; her bow was 
tem porarily patched and she proceeded up the lakes with her load o f coal. The sunken 
M cIntosh  she was in harbour for repairs within a week. She served the lakes diligently 
until 1973 (under the name Edward S. Kendrick, which she had received in 1934), 
when she was towed to Castellon, Spain for scrapping, arriving there on May 19,
1973,426
W AN EKA (August 23, 1908): The small, wooden steam yacht, Waneka, m easuring 55’ 
in length, 107" o f beam, and 5' 6" o f  draft, with a gross tonnage o f 22 and a net 
tonnage o f 12, burned at the St. C lair Flats on August 23, 1908. She had been built in 
1889 at W est Bay City, Michigan.427
D. A. G O RD ON (April 20, 1909): The seven-year-old, oak-hulled, bulk freight steamer, 
D. A. Gordon, caught fire while at W allaccburg, where it had been launched in 1902. 
The fire destroyed the young vessel to the waterline. With a length o f 122', a beam of 
23 '2", and a draft o f  only 7', this pocket freighter had been ideal for the narrow
42^The Sarnia Observer Weekly, July 10, 1908.
426”Master Sheet" on the H. P. McIntosh, Institute for Great Lakes Research, Bowling Green Slate 
University, Ohio.
427”Computer List," Institute for Great Lakes Research, Bowling Green State University, Ohio.
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waterways and shallow areas o f the St. C lair River and its tricky adjoining w ater 
routes.42**
LACKAW ANNA (Septem ber 18, 1909): The steel package freighter, Lackaw anna 's  
steering cable parted while opposite the Point Edward iron ore dock. The vessel took a 
sheer across the low line, crashing into the Chieftain, w hich tore a hole in the steel 
vessel about 20 feet long, sinking her in about 14 feet o f  water.429 The next day, two 
hardhat divers placed a patch over the hole in the L a cka w a n a , and the lighter, 
M anistique, busily unloaded her cargo. Before long, the sunken vessel was raised and 
repaired. The 260-foot Lackawana  had been launched at Cleveland on April 7, 1888. 
She continued to ply Great Lakes waters until 1916, finally being abandoned in Boston 
in I929.430
BADGER STATE (Decem ber 6, 1909): The 213-foot wooden package freight steam er 
(and one-tim e passenger carrier), Badger State, was launched on April 17, 1862 at 
Buffalo 431 The Badger State caught fire, so her lines were cut and she drifted towards 
the Canadian side, stranding ju st below Fawn Island and burning to the w ater’s edge, a 
total loss. The remains o f  this ship were conveyed into the North Channel o f the St. 
C lair River and left in the shallows o ff the northwest part o f  Harsens Island.
42!*Swayzc, op. cit., 99.
429The Sarnio Daily Observer, Sepi. 18, 1909.
430"Mastcr Sheet" on the Lackawanna, Institute for Great Lakes Research, Bowling Green State University, 
Ohio.
43 '"M aster Sheet" on the Badger State, Institute for Great Lakes Research, Bowling Green Slate 
University. Ohio.
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RELIANCE (Decem ber 10, 1909): The sandsuckcr, Reliance, was an ice victim white in 
the St. C lair River. W hile opposite the Rushmere Club, this ship turned turtle and 
began to sink! Four m em bers o f the nine-person crew decided to swim  the half a mile 
in the icy waters to the club while the other five held on to the overturned vessel. All 
four o f  the sw im m ers m iraculously  m ade it to shore, w here they were refused 
adm ission to the club building! They waited outside fully 15 m inutes before the 
steam er, Haywood, cam e to their assistance. The heavy ice had punctured the wooden 
part o f  their boat, abreast o f  the engine room.432
N ELLIE  LY ON (April 9, 1911): Launched in 1880 as the /•/. C. Sprague  at South 
Rockw ood, M ichigan, this ship was converted to a sandsuckcr during the last year o f 
her life and renamed the Nellie Lyon, apparently after the eleven-year-old niece o f the 
vessel's owner, Mr. O. E. Fleming. Flames destroyed this old, 152-l'oot, wooden ship 
on April 9, 1911, near Algonac, M ichigan.433
C ITY  O F GEN O A  (A ugust 26, 1911): The 301-fool, w ooden freighter, the City o f  
G enoa, dropped her anchor in the channel at the mouth o f the St. C lair River due to 
fog. T he steel steamer, W. H. Gilbert, rammed the City o f  Genoa, sinking her in 30’ o f 
w ater in 15 minutes, about 100' from Sarnia's Grand Trunk wharf. The captain o f the 
G ilbert brought his boat to a slop and, turning around, proceeded to pick up the crew o f 
18 m en on the sinking boat. The vessel was raised and towed to Reid's dock, where it
432The Port Huron Daily Herald, Dec. 11, 1909.
433Greenwood. Namesakes, 1910-1919. Op. cit., 162.
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again sank. The City o f  Genoa  was built in 1892 at W est Bay C ity, M ichigan. 
Endorsed as "sold alien," meaning that a Canadian purchaser was found, the ship was 
stripped o f her engine and boilers, and reportedly burned at Sarnia on October 9, 1915. 
The 301-foot hull was later towed into Lake Huron and scuttled.434
M AINE (July 16, 1911): This vessel once again burned, this time to a total loss, on the 
St. Clair River near Marine City. Captain W illiam Booth ran his flaming vessel ashore, 
and no lives were lost, although the crews' personal effects were destroyed 435 She is 
the same ship described as burning in the year 1880 in the earlier volum e on the St. 
C lair River shipwrecks. Four years after her destruction, the burned hulk was raised 
and scuttled in deep water.436
JOLIET (Septem ber 22, 1911): See the detailed examination o f this loss in C hapter Eight 
o f  this thesis.
BOTHNIA (June 26, 1912): This 190-foot, wooden bulk freighter, launched as the Jack  
in 1895 at Garden Island, Ontario, near Kingston, was renam ed the B othn ia  a year 
later.437 The Bothnia  was moving quickly down the St: Clair Flats, alm ost abreast o f 
the Star Island House, when suddenly the upbound 432-foot, steel steam er, S. S. 
Currie, laden with coal, collided w ith her due to a rudder disablem ent. Cutting the
434"Mastcr Sheet” on the City o f Genoa, Institute for Great Lakes Research, Bowling Green State 
University, Ohio.
43■‘‘The Toledo Blade, July 17, 1911.
436John Greenwood. Namesakes. 1910-1919. (Cleveland, Freshwater Press, 1986): 304.
437Greemvood. Namesakes, 1910-1919, op. cit., 323.
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Bothnia nearly in two and sending her to the bottom immediately, the Currie rendered 
assistance to the crew , all o f  whom were saved except for the new man on board. Roy 
W illiams.438 Valued at $15,000, the Bothnia was a total loss.
M ARION (August 18, 1912): The small wooden propeller, M arion, ran as a ferry across 
the St. C lair River between Sombra and Marine City. She had been built at Somhra by 
G eorge W hale in 1905, and her dim ensions were 347" x 10' x 3'8". The M arion  
exploded and burned at her dock at Sombra. However, no lives were lost and she was 
quickly repaired and returned to service. She was still docum ented in 1923, but her 
ultimate disposition is unknown.439
IRON CITY (M ay 3, 1913): The 1873" three-masted, wooden schooner, Iron City, sank 
in a collision w ith the 580' dow nbound steam er, Thom as F. Cote, at the head o f  
H arsen 's Island. N o lives were lost, the schooner’s entire crew escaping safely in 
lifeboats.440 At the tim e o f  the collision, the Iron City  was already an old vessel. Built 
in Toledo in 1874, she was originally launched as the Daniel E, Bailey; her name was 
changed to the Iron City in 1887. This vessel was dynamited shortly after her sinking 
as a m enace to navigation.441
438The Detroit Free Press, June 27, 1912.
439Muster Sheet" on the Marion, Institute for Great Lukes Research, Bowling Green State University, 
Ohio.
^ ^ T h e  Port Huron Times Herald, May 3, 1913.
^ 'G reenw ood , Namesakes, 1910-1919, op, cit., 491.
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HENRY S. SILL (May 6, 1913): The 62'8" wooden tug, Henry S. Sill, had been built in 
Buffalo in 1875, so she was considered a veiy old vessel. She burned to a total loss at 
M arine City on May 6, 1913.442
SW EETHEA RT (July 6, 1913): The Sweetheart was an ancient schooner-barge built in 
Detroit in 1867 by Campbell, Owen & Company. She sprang a leak while anchored at 
the W hite Star Line dock in Algonac one Sunday afternoon and sank 200 feet o ffshore. 
The loss was $10,000.443
ATIKOKAN (August 17, 1913): The 362-foot, steel, whaleback, o r "pigboat," Atikokan, 
launched on M ay 1, 1895 at Superior, W isconsin, as the John B. Trevor, was 
travelling downbound at about fifteen miles an hour when her steering gear broke. The 
crew dropped anchor, but that did not help. A large barn, several sheds, and a  dock 
were seriously dam aged, and the vessel landed on the bank. Fortunately, no one was 
injured or killed in this mishap. The vessel was finally scrapped at Halifax in 1935.444
ROBERT L. FRYER (April 28, 1914): The 281T" wooden freighter, R obert L. Fryer, 
was launched on May 26 ,1888 , at W est Bay City, M ichigan. This vessel caught fire at 
M arine City, and was declared a total loss.445 She was then sold to interests at Fort
442Master Sheet" on the Henry S. SHI, Institute For Great Lakes Research, Bowling Green State 
University, Ohio.
443Thc Port Huron Times Herald, Mon., July 7, 1913.
444Master Sheet" on the John B. Trevor, Institute for Great Lakes Research, Bowling Green State 
University, Ohio.
445Greenwood, Namesakes, 1910-1919, op, cit., 312.
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W illiam -Port Arthur (present-day Thunder Bay, O ntario), who convened  her to a 
floating grain dryer and used her until she was burned for public spectacle in 193C).*1*16
G LA D STO N E (abandoned 1915): Built in 1888 in C leveland, the 283-foot, wooden 
propeller, Gladstone, had her keel quite badly twisted and broken in the St. Clair River 
ice jam s o f 1919.447 The wreck was left idle after being stripped. In 1923, the hull was 
sold to a gravel company from W indsor, Ontario, and lowed to the Sarnia area to be 
sunk as a dock ju st o ff present-day Canatara Park. Fire broke out in 1936 and put an 
end to the Gladstone's use as a pier.448
M A U RICE B. G ROV ER (Abandoned 1915): Built in C leveland in 1887, the 272-fool, 
w ooden freighter, M aurice B. G rover, was abandoned in the Pine River, St. Clair, 
M ichigan, in 1915, her Final enrollm ent was surrendered at Cleveland on M arch 24, 
1915 and endorsed  "abandoned."449 In late 1962, the M aurice B. G rover  was 
dynam ited by the U. S. Corps o f  Engineers, after the St, C lair City Council and many 
residents petitioned to have the shipwrecks removed 450
M A U D  (O ctober 16, 1915 and Novem ber 25, 1917): The wooden stcam barge, M aud, 
bu ilt in M arine City in 1899, was a 98-gross-ton vessel m easuring 95' x 23' x 6'7".
‘^ K o h l ,  Dive Ontario!, op, cit., 287.
447Van Der Lintlen, et. ai., Great Lakes Ships We Remember, op. cit., 202.
448Humphries, op. cit., pages not numbered.
449"Master Sheet" on the Maurice B. Grover, Institute for Great Lakes Research, Howling Green Stale 
University, Ohio.
450The Port Huron Times Herald, Dec. 5, 1962.
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She was sunk by Ihe propeller, H ilton, in a collision while docked during fog at 
Courlrighl on October 16, 1915.451 The M aud  was raised on O ctober 22, 1915. On 
Novem ber 25, 1917, she was destroyed in a fire while frozen in the ice at St. Clair.452
M AJESTIC (Decem ber 15, 1915): The 209-foot, wooden passenger and freight steamer, 
M ajestic, was totally destroyed by fire originating in her engine room  while at her 
winter quarters at Point Edward. She was valued at about $100,000, and was covered 
by insurance.455 The Majestic, launched at Coilingwood on April 23, 1895, was raised 
from Sarnia Bay in July, 1916, by the Reid W recking Com pany, tow ed into Lake 
Huron, and scuttled 454
EDNA (July 15, 1916): The sm all, 53-gross-ton, wooden schooner, Edna, official 
num ber 7909, burned at Algonac on July 15, 1916. She had been built 50 years earlier, 
in 1866, in New Liverpool, M ichigan.455
M ELVINA (January 24, 1917): The schooner-barge, Melvina, was built in the Edward 
S tokes Shipyard  at Sheboygan , W isconsin , in I863 .456 H er en ro llm en t was 
surrendered on January 24, 1917, at Port Huron, "Abandoned as unfit for service."
451 Old Newsboys Newspaper, Marine City, Michigan, Dec. 7-8, 1973.
452*’Master Sheet” and "Casualty Report" on the Maud, Institute for Great Lakes Research, Bowling Green 
Slate University, Ohio.
455Thc Port Huron Times Herald, Dec. 15, 1915.
454”Master Sheet” and "Casualty Report" on the Majestic, Institute for Great Lakes Research, Bowling 
Green State University, Ohio.
455Computer List. Institute for Great Lakes Research, Bowling Green State University, Ohio.
' ^ ’John Greenwood. Namesakes, 1920-1929. (Cleveland: Freshwater Press, 1984): 169.
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Precisely w here in the Port Huron area she was abandoned is unknown. The 270- 
gross-ton M elvina  measured 134‘6" x 28'5" x 11'3".457
TOKIO (October 8, 1917): The schooncr-bargc, Tokio, sank in 20 feet o f  water after she 
hit the sandsucker, Homer, at anchor about 1,000' below Recor's Point betw een the 
towns o f  St. C lair and M arine City.458 The Tokio  was not raised. She was reported 
abandoned M arch 31, 1918.459 The old hull was demolished by underw ater blasting 
after she was considered a menace to navigation in a recent Iow-water year ( 1963).460
IVY (Septem ber 1,1918): The wooden Ivy  started life as a gas yacht launched at Detroit 
in 1901. Tw o years later, she was changed to a steam yacht and lengthened from 62' to 
80'6”.46! W hile at anchor at A lgonac, the Ivy  burned to a total loss, the eight persons 
on board escaping in a lifeboat. The fire was believed caused by (he explosion o f an oil 
signal lamp. Mrs. W . H. Oades owned the vessel at the lime of her loss.462
CO NSTITU TION (M arch 25, 1920): The tugboat, Constitution, sank in 18 feel o f  water 
in Sarnia Bay while u! the end o f her w inter tie-up. Presumably heavy ice, which had 
form ed around the hull, had pulled som e o f  the oakum  caulking from her seam s,
4^7Computcr List, Institute for Great Lakes Research, Bowling Green State University, Ohio.
4^8The Port Huron Times Herald, Oct. 10, 1917.
459"Ship Information and Data Record" on the Tokio. Herman G, Runge Collection, Milwaukee Public 
Library, Milwaukee, Wisconsin.
460Ihid.
461 "Master Sheet" and "Casualty Report" on the Ivy, Institute for Great Lakes Research, Bowling Green 
State University, Ohio.
462Thc Duluth Herald. Sept. 2, 1918.
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causing her to leak.463 The Constitution was refloated and returned to service as soon 
as the retreating ice and weather permitted.464
W ALTER R. PRINGLE (SUPERIOR) (May 6, 1920): See the detailed exam ination of 
this loss in Chapter Seven o f this thesis.
W ILLIAM  H. W OLF (October 20, 1921): This huge, 285-foot wooden steam er created 
such a violent tidal w ave when it was launched at M ilw aukee in 1887 that three 
spectators were killed. This foreshadowed numerous groundings and sinkings in the 
vessel’s relatively long life. On October 20, 1921, she caught fire while loaded w ith 
pulpwood for Port Huron, M ichigan, and was beached ju st south o f  Fawn Island, 
opposite M arine City, Michigan. Two lives were lost in this mishap.465
OM AR D. CONGER (M arch 26, 1922): This wooden steam er operated as a ferry boat 
between Port Huron and Sarnia. Built in Port Huron in 1882, the 92-foot Conger  was 
40  years old when, on M arch 26, 1922, her boiler exploded and she burned in the 
Black River at Port Huron,466 just before taking on the first load o f Sunday m orning 
passengers. Four o f the crew perished. The Reid W recking Company raised the hull in 
two sections and scuttled them  in I^ake Huron.467
463The Port Huron Times Herald, March 27, 1920.
464The Detroit Free Press, March 27, 1920.
465The Sarnia Canadian Obsener, Oct. 20, 1921.
466The Port Huron Times Herald, March 27, 1922.
467"Master Sheet" on the Omar D. Conger. Institute for Great Lakes Research, Bowling Green State 
University, Ohio.
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A. R. CO LBO RN (April 28, 1922): A regular lumber steanibargc, the A.li. C olbom , 
built at Saugatuck, M ichigan in 1882, measured 130 feel in length. She had an 
enorm ous carrying capacity o f 300,000 board feet o f lumber. She was abandoned at 
Port Huron, m ichigan, in the spring o f 1922, declared unfit for service.468
A N N IE M OILES (May 12, 1922): This 86-fool, wooden tug, engaged in tow ing sand 
and gravel barges along the river,469 sank in a collision with the J.T. Hutchinson  near 
Algonac. The 43-year-old mate on the tug died of a heart attack just before being put on 
shore by the Hutchinson.410 Built in East Saginaw, M ichigan, in 1867, this vessel was 
raised and returned to service for another six years, before burning in the Detroit 
R iver.471
A N N IE LAURA (August 10, 1922): This 51-year-old, 133-foot, sandsuckcr fell victim to 
fire ju s t above the St. C lair Flats, and burned to a total loss.472 Built at M arine City, 
M ichigan, in 1871, the wooden steam er had worked a long time on the river.
M A U D  (October 24, 1922): This small fishing tug sprang a leak in the St. Clair Flats, and 
her two crew m en were rem oved by a passing steam er ju st before their vessel sank.
468"M aster Sheet" on the A.R. Colbom, Institute for Great Lakes Research, Rowling Green Slate 
University, Ohio.
469Thc Sarnia Canadian Observer, May 12, 1922.
470The Port Huron Times Herald, May 13, 1922.
47 '"M aster Sheet" on the Annie Moiles, Institute for Great Lakes Research, Bowling Green Slate 
University, Ohio.
472The Port Huron Times Herald, August 11, 1922,
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They reportedly had 500 eases o f  Canadian beer on board,473 which m ight have been 
destined for illicit consumption.
OGEM AW  (Decem ber 4, 1922): The 170-foot wooden bulk freight steamer, built in 1881 
at St. C lair, M ichigan, burned to the w ater's edge o ff  H arscn’s Island, a total loss. 
Fortunately, her 13 crewmcmbcrs escaped without injury 474
TAM PA (1923): The large, 291-foot wooden propeller sank in a collision in the Detroit 
River in 1911, was raised in 1914, and towed to M arine City, M ichigan, w here it lay 
abandoned until her hull was broken up in 1923 475
TRENTO N (M ay 2, 1923): This sandsucker capsized unexpectedly in the North Channel 
o f  the St. C lair River and sank in 40  feet o f water. AH 15 o f the crew  w ere saved 476 
This 133-foot vessel, built in Buffalo in 1905, was raised, rebuilt, and returned to 
service, still operating out o f  Sandusky in 1988.477
W ILLIAM  DICKINSON (Septem ber 16, 1923): After 30 years o f  service on the Great 
Lakes, the 78-foot tug, William Dickinson, built at Benton Harbor, M ichigan, in 1893,
473The Wallaceburg News, Nov. 2, 1922.
474The Port Huron Times Herald, Dec. 4, 1922.
47-<!',Mnstcr Sheet" on the Tampa, Institute for Great Lakes Research, Bowling Green State University, 
Ohio.
47<"’The Almanac Courier, May 4, 1923.
477”Ship Information and Data Record" on the John R. Emery (formerly the Trenton). Herman G. Runge 
Collection. Milwaukee Public Library, Milwaukee, Wisconsin.
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burned to a total loss at Marine City, M ichigan. She was cut loose from her dock to 
prevent damage to other vessels and dock buildings.478
PROVINCE (Sept. 27, 1923): The 162-fool wooden sand-and-gravel barge. Province, 
capsized and sank while under tow in the St. Clair River, with the loss o f two lives.474 
The vessel was raised, towed to Sarnia, and abandoned for a num ber o f years until 
raised and scuttled in Lake Huron in 1936.
A ZTEC (N ovem ber 9, 1923): The A ztec  burned to the water's edge while moored at 
M arine City, M ichigan, where she was built in 1889. No lives were lost.480 This 180- 
foot wooden steam er was long a familiar sight along the St. Clair River.
R. P. FITZG ERA LD (1924): This 37-year-old wooden steamer, launched at Detroit in 
1887, was 256 feet in length. It hauled bulk cargoes, such as grain, coal, and iron ore 
in its lifetime.481 T his ship was forgotten at its m ooring in the Pine River at St. Clair, 
M ichigan, with her enrollment surrendered, endorsed as "abandoned."482
A LEX A N D ER M A ITLA N D  (D ecem ber 9, 1924): W hen the old Grand Trunk grain 
e levato r in Port Huron caught on fire, the steel barge, A lexander M aitland, was
478The Port Huron Times Herald, Sept. 17, 1923.
479The Port Huron Times Herald, Sept. 28, 1923.
480The Port Huron Times Herald, Nov. 9, 1923.
48’Greenwood, Namesakes, 1920-1929, op. cit., 204.
482”Master Sheet” on the P.P. Fitzgerald, Institute for Great Lakes Research, Bowling Green Slate 
University, Ohio.
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
198
destroyed with it.483 The rem ains o f  this 366-foot vessel, built in Buffalo in 1902, 
were sold to Canadian interests, who rebuilt her and renam ed the ship Glenbogic. It 
operated out o f Midland and Toronto until scrapped in 196 6 484
PENOBSCOT (August 19, 1925): This 140-foot sandsucker, launched at M anitow oc, 
W isconsin, in 1880, burned to a total loss near Roberts Landing ,485The crew  had to 
lice quickly just after midnight, and by 5:00 A.M., the boat settled to the bottom.486
JAM ES BEARD (April 15, 1926): This was a very old passenger ferry vessel running 
between Port Huron and Sarnia. Built at Au Sable, M ichigan, in 1873, the ship sank 
w hile lying at her dock in Port Huron;487 on June 21, 1927, her enrollm ent was 
surrendered, citing "Abandoned as unfit for service.”488
AUBURN (August 6, 1926): This was the date that the A uburn  w as abandoned above 
M arine City, M ichigan, ending a career that spanned alm ost h a lf a century. Built at 
Cleveland in 1878, this 272-foot barge was worked at Great Lakes construction jobs, 
her last one being revetment work in the St. C lair Flats.489
483The Port Huron Times Herald, Dee. 9. 1924.
484"Master Sheet" on the Alexander Maitland, Institute for Great Lakes Research, Bowling Green State 
University, Ohio.
485*rhe Marine City News, August 21, 1925
486The Port Huron Times Herald, August 19, 1925.
487The Sarnia Canadian Obser\>er, April 15, 1926.
488/ \ w  Huron Enrollments.
489Creenwood. Namesakes, 1920-1929, op. cit., 130.
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HENRY HOUGHTON (Novem ber 20, 1926): Launched at W est Bay City, M ichigan in 
1889, the 135-foot bulk freighter was converted to a sandsucker in 1920. Six years 
later, the ship caught fire in the North Channel o f the St. C lair Flats, with the entire 
crew o f  13 taking to the lifeboats.490 Quite representative o f the times, this vessel was 
used m ainly  in the lum ber and coal trades, but when th is sm all sh ip  becam e 
uneconomical to run, it was converted for short-haul sand trade work.
W HA LE (1927): This huge (264-foot) wooden steam er was abandoned in the St. C lair 
Flats Channel after sinking in a collision with the steam er, W illiam E. Corey. The 
Whale was built in Toledo in 1892.491
G EO RG E W . PA RK ER (M ay 8, 1927): T his 105-fool steam er, later converted to a 
sandsucker, was constructed at M arine City, M ichigan, in 1903. She became a total 
loss in a blaze, sinking in m id-channel, six miles south o f Algonac, M ichigan, while 
her crew  escaped to safety in the yawl b o a t492
UN ITED STATES (June 6, 1927): This 18-year-old steel steam er and once the "palatial 
yacht o f  Hetty Green, wealthy New York wom an,"493 caught fire at Sarnia, turned 
over onto  her port side, and burned to an em pty shell. Launched at M anitow oc,
490The Port Huron Times Herald, Nov. 22, 1926.
491 Greenwood. Namesakes, 1920-1929, op. cit., 357.
492I/jid.. 262.
493Thc Port Huron Times Herald, June 7, 1927.
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W isconsin, in 1909, the 193-foot hull was raised and repaired in the province of 
Quebec, where she was rebuilt and where she worked for another 17 years.494
RO BERT C. W ENTE (July I, 1927): No lives were lost from the seven that w ere on 
board when this sm art-looking little steam er vessel burned in the St. C lair River. This 
141-fool wooden propeller w as built in 1888 at G ibraltar, M ichigan, and was 
abandoned in place where she sank.495
J. R, EDW ARDS (1928): This old schooner was abandoned along the St. C lair River. 
The J.R. Edwards, built at M arine City, M ichigan, in 1883, m easured 175 feet in 
length. She had been purchased by Canadian interests in 1920.496
DAYTON (1928): T his large, 184-foot schooner was abandoned at M arine C ity, 
M ichigan, after nearly 60 years o f  service, always as a tow barge and alw ays in the 
lumber trade. She was built at M arine City in 1871.497
M ARYSV ILLE (June 25, 1928): This wooden steam er, m easuring 160 feet in length, 
burned and sank at the m outh o f  Belle River, M arine City, M ichigan. Built in 1894 at
494"Ship Information and Data Record" on the Batiscan (formerly the United States}. Herman G. Runge 
Collection, Milwaukee Public Library, Milwaukee, Wisconsin.
495"Ship Information and Data Record'' on the Robert C. Wente. Herman G. Runge Collection, Milwaukee 
Public Library, Milwaukee, Wisconsin.
496"Master Sheet" on the J.R. Edwards, Institute for Great Lakes Research, Bowling Green State 
University, Ohio.
497"Ship Information and Data Record" on the Dayton, Herman G. Runge Collection, Milwaukee Public 
Library, Milwaukee, Wisconsin.
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Green Bay, W isconsin, she, like so many others, had been converted to a sand boat in 
the latter years o f her life.498
M ARTHA (Septem ber 5, 1928): The 352-foot steel barge, Martha, which went aground 
at Stag Island, was returned to a long and varied service, being owned in piaees such as 
D uluth, Cleveland, Fort W illiam, Goderich, and Toronto, and finally getting scrapped 
at W heatley, Ontario, in 1980.4"
SA CHEM  (October 8, 1928): The 187-fool Sachem  burned to a total loss near Robert’s 
Landing, M ichigan, before drifting down and across to Canada, settling at the mouth of 
the Chenal Ecartd. She was raised, taken to Sarnia, and scuttled in lower Lake Huron. 
She was built at Grand Haven, M ichigan, in 1889.5,)()
H A M ILTO N  and BETTY L, (N ovem ber 6, 1929): Tw o ancient ships were destroyed 
together while at dock in W allaceburg, Ontario. The 190-foot iron-hulled barge, 
H am ilton, was built in Scotland in 1847, while tnc 74-foot wooden tug, Betty L., slid 
dow n the launchram p at C leveland in 1863.-WI Fire claim ed both o f  these vessels
498"Master Sheet" on the Marysville, Institute for Great Lakes Research, Bowling Green Stale University, 
Ohio.
499"Master Sheet" on the Martha, Institute for Great Lakes Research, Bowling Green Stale University, 
Ohio.
500rhe Detroit Free Press, Oct. 10, 1928.
50{"Master Sheet" on the Betty L , Institute for Great Lakes Research, Bowling Green State University, 
Ohio.
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sim ultaneously. The rem ains of the Ham ilton were supposedly tow ed to the East 
Passage o f the Chcnal Ecartc, where it was abandoned.502
LANSING SHOAL (1932): The so-called Lansing Shoal started life in 189i at Toledo as 
Lightship #55. This 90-foot, wooden steam er was stationed as a lightship at a place 
named Lansing Shoal from 1906 to 1921, when she was purchased by Clarence 
M onroe, o f  Bay City, M ichigan, who renamed her the C & M, after his own initials. 
This ship was abandoned in the St. C lair R iver in 1932.503
KALKASKA (Septem ber 15, 1932): Built in 1884 at St. Clair, M ichigan, the 178-foot 
propeller, Kalkaska, was part o f the old, wooden fleet that in recent years had been in 
the coal and sand trades on the Detroit and St. C lair Rivers. She was destroyed by fire 
near Marine City, M ichigan.504
JOHN FRANCOM B (1934): The 180-foot schooner, built in 1889 at W est Bay City, 
M ichigan, is supposedly one of the two abandoned vessels lying close to shore and ju st 
below the water's surface immediately north o f Marine City, M ichigan.505
M ONARCH (July 6, 1934): Built at Sheboygan, W isconsin in 1889, the 63-foot wooden 
tug, M onarch , foundered in the rapids at Point Edw ard, O ntario, ju s t below  the
502Greeinvood. Namesakes, 1920-1929, op. cit., 135.
503»M astcr Sheet" on the Lansing Shoal, Institute for G reat Lakes Research, Bowling Green State 
University, Ohio.
504"Ship information and Data Record" on the Kalkaska, Herman G. Runge Collection, Milwaukee Public 
Library, Milwaukee, Wisconsin.
505"Master Sheet” on the John A. Francomh, Institute for Great Lakes Research, Bowling Green State 
University, Ohio.
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present-day  Blucvvatcr B ridge.506 She had been towing the hulk o f  the w oodetn 
freighter, C. F. Bielmim, on too short a tow linc, and the tug was a victim  o f  the 
current. O f the eight on board, four drowned.507
PEARSON (January 28, 1939): This ship was built in 1921 at Detroit. She sank in Black 
R iver a t Port H uron,508 where she stayed for most of 1939, during which tim e, her 
m achinery was removed so that she could be converted to a club house. However, she 
caught fire on Feb. 3, 1940, at the foot o f Balmy Lane, and burned to a com plete 
lo ss .509
W ILLIA M  BREW STER (June 15, 1943): This 250-foot steel ship, built at Superior, 
W isconsin, w as on her maiden voyage when she sank in a collision with the freighter, 
W.D. Calverley, near Algonac, M ichigan.510 She was raised by the Reid W recking 
Com pany o f  Sarnia, and returned to service before being scrapped in India in 1967.511
CITY OF PO RT HURON (December 27, 1943): The opening o f the Bluewatcr Bridge in 
1938 w iped out the ferry vessel business. This 98-foot ferry sank at her dock on April 
1, 1939, with her Final enrollment being surrendered on July 29, 1941. Her hull, raised
506"ship Information and Data Record" on the W.H. Simpson, Herman G. Runge Collection, Milwaukee 
Public Library, Milwaukee, Wisconsin.
507The Port Huron Times Herald, July 7, 1934.
508Thc Port Huron Times Herald, Jan 28, 1939.
509”Master Sheet" on the Pearson. Institute lor Great Lakes Research, Bowling Green State University, 
Ohio.
5,0The Port Huron Times Herald, June 16, 1943.
5 * '"M aster Sheet" on the William Brewster, Institute for Great Lakes Research, Bowling Green State 
University, Ohio.
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
204
by the Reid W recking Com pany o f  Sarnia, was stripped and sold to K incardine 
interests. W hile being lowed there, she sank off Port Franks w ith a deckload o f 
equipment. The City o f  Port Huron was built at Cleveland in 1890.512
CITY OF SARNIA (1945): This 107-foot wooden steamer, built in 1880 at Detroit, sank 
at her dock at Port Huron in 1945, after sitting idle for years because the completion o f 
the Blucwater Bridge in 1938 had sounded the death knell for vessel traffic across the 
river. The City o f  Sarnia was raised in 1946 and dismantled in 1947.513
HAM ONIC (July 17, 1945): This popular passenger cruiser, built a t Collingw ood in 
1909, burned at Point Edward, Ontario, at a warehouse.514 One life was lost. A fter the 
fire, the 350-foot-long ship was sold as junk  and arrived at Ham ilton, O ntario, for 
scrapping.515
UNIDENTIFIED BARGE (May 7, 1948): A loaded mud scow being towed by a tug into 
Lake Huron where it was to dum p its cargo nosed under the fast waters o f the St. C lair 
River ju st beneath the Bluewater Bridge and sank, about 100 feet from shore. O ne man 
aboard the scow swam quickly to shore.516
5 ,2 "Master Sheet" on the City o f  Port Huron, Institute for Great Lakes Research, Bowling Green State
University, Ohio.
513"Master Sheet" on the City o f  Sarnia, Institute for Great Lakes Research, Bowling Green State
University, Ohio.
5*4The Sarnia Obseri'er, July t7, 1945.
5 ,5 "Master Sheet" on the Hamonic, Institute for Great Lakes Research, Bowling Green State University, 
Ohio.
5 ’ 6The Port Huron Times Herald. May 7, 1948.
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G EO R G E L, (Septem ber 2, 1949): This 34-foot, steel fish tug, built at Sebewaiiig, 
M ichigan, in 1945, burned and exploded while in the Black River at Port Huron. 
Fortunately, no one was injured or killed, but the vessel was a complete loss.517
AM ER IC A  (February 9, 1952): The 56-foot wooden propeller, America, was built in 
1915 at M anitowoc, W isconsin. After num erous useful years in the southern Great 
Lakes region, the vessel sunk at her dock at Port Huron anti, when salvage attem pts 
failed, was surrendered to the Corps o f Engineers. They raised the ship in sections, 
which were trucked away for destruction.518
W A LLSCH IFF (O ctober 2, 1953): See the detailed examination o f this loss in C hapter 
Seven o f  this thesis.
A. M. BEYERS (April 19, 1956): This ship sank in the St. C lair River as the result o f  a 
collision with the Em ory M. Ford. The 504-foot Byers, built in 1910 at Cleveland, was 
rem oved three weeks later. The ship was cleaned up and returned to service until 1974, 
when she arrived in Spain for scrapping.519
EM SSTEIN  (O ctober 6, 1966): This G erm an freighter sank after a collision w ith the 
freighter, Olympic Pearl, on the St. Clair River about 15 miles south o f Sarnia.520 The
5,7Thc Port Huron Times Herald, September 2, 1949.
5I8"Master Sheet" on the America, Institute for Great Lakes Research, Bowling Green Slate University, 
Ohio.
5 ,9 "Ship Information and Data Record" on the A.M. Byers (Jack Wirt). Merman G. Runge Collection, 
Milwaukee Public Library, Milwaukee, Wisconsin.
520The Port Huron Times Herald, Oct. 7, 1966.
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Emsstein  settled and grounded and was later raised and had hull repairs carried out in 
Quebec.
SYLVANIA (June 1, 1967): The old (1905) steamer, built at W est Bay City, M ichigan, 
m easured 504 feet in length. The freighter, Renvcyle, struck the Sylvania  while the 
latter was unloading limestone cargo ju st below the Bluewater Bridge. The Sylvania  
settled in shallow water, but was raised for repairs in two weeks.521
SIDN EY E. SM ITH, JR. (June 5, 1972): See the detailed exam ination o f  this loss in 
Chapter Seven o f  this thesis.
52'"Ship Information and Data Record" on the Syl\>ania, Herman G. Runge Collection, Milwaukee Public 
Library, Milwaukee. Wisconsin.
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APPENDIX B
Photographs
A bove: A erial view: the m outh o f  the St. Clair River, looking south (Photo by Cris Kohl). 
B elow : A erial view: the B luew ater Bridge at the river's mouth (Photo by Cris Kohl).
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A bove: A erial view: Stag Island, the St. Clair R iver, looking south (Photo by Cris Kohl).
Below : A erial view: Fawn Island, the St. C lair River, looking northeast. Both islands arc 
on the Canadian side o f the main body o f  the river. (Photo by Cris Kohl).
>wi; aasSgffi«j«j
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A bove: A erial view: the St. C lair River and the m outh o f the Chenal Ecartc, looking east 
into C anada (Photo by Cris Kohl).
B elow : T he w ooden steam er, Joliet, at dock, M arquette, M ichigan, Lake Superior.d’hoto 
courtesy of the Institute for Great Lakes Research, Bowling Green State University, Ohio),
w m m
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A b o v e : S tern  view  o f the steam er, J o lie t  (Photo eourtesy of the Institute for Great Lakes 
Research, Bowling Green State University. Ohio).
B elow : C lose-up o f  the J o lie t's  bridge, captain at right and crew m em ber at helm. (Photo 
courtesy of the Institute for Great Lakes Research. Bowling Green State Uni%'ersity. Ohio).
■•wnut:
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A bove: T he steam er, J o lie t, underw ay (Photo courtesy of the Institute for Great Lakes Research, 
Bowling Green State University, Ohio).
B elow : The sunken Jo lie t, in the St. C lair River, late Septem ber, 1911. (Photo courtesy of 
the Institute for Great Lakes Research, Bowling Green State University, Oltio).
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DULUTH-SUPERIOR S . S . CO.
A bove: The Superio r , later the W alter R. Pringle, in 1890 at Duluth (Photo courtesy of 
C. Patrick Labadie. curator. Canal Park Visitor Center Collection, Duluth. Minnesota).
B e lo w : T he S u p e r io r ,  soon to be renam ed the W a lte r  R . P r in g le , in 1917 at 
C leveland, O hio, shortly after conversion to a tug. (Photo courtesy of the Institute for 
Great Lakes Research. Bowling Green State University, Ohio).
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A b o v e : T he rem ains o f  the w recked W alter R. P ringle, S tag Island, St. C la ir River
(Photo courtesy o f the Public Archives of Canada, Ottawa, RG42IIcl, Vol. 379, File (124-2-88, 
photo #35883).
B elow : T he rem ains o f  the w recked W alter R. P ringle, Stag Island, St. C lair River 
(Photo courtesy of the Public Archives o f Canada. Ottawa, RG42IIel, Vol. 379, File ((24-2-88. 
photo #35884).
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Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
2 1 4
•••*
• ' S j * * #
iff* ' *•■<!£.*
■ * - ..:> iVSSfr
A b o v e : T he rem ains o f  the w recked W alter R. P ringle , Stag Island, St. C lair R iver
(Photo courtesy of the Public Archives of Canada, Ottawa. RG42IIci. Vol. 379, File #24-2-88, 
photo #35885).
B elow : D redge and scow  rem oving w reckage o f the W alter R . P ringle, S tag Island, 
St. C lair R iver (Photo courtesy o f the Public Archives of Canada, Ottawa, RG42IIol, Vol. 
379. File #24-2-88. document #35. photo not numbered),
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A b o v e : The sunken G erm an freighter, W a llsc h iff  (Photo courtesy of Ralph Polovich. Port
Huron Times Herald, Port Huron, Michigan).
B elow : The new ly-raised G erm an freighter, W a llsc h iff  (Photo courtesy of the institute for 
Great Lakes Research. Bowling Green State University, Ohio).
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T he sunken steel freighter, Sydney  E. Sm ith , Jr , at the m outh o f  the St. C lair River. 
19 7 2  ( P h o to  c o u r te sy  o f  th e  In s ti tu te  fo r  G re a t L a k e s  R e se a rc h . B o w lin g  G re e n  S ta te  U n iv e rs ity , O h io t.
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T he sunken  steel freighter, S yd n ey  E. S m ith , Jr , at the m outh o f  the St. C la ir R iver, 
1 9 7 2  (P h o to  c o u r te s y  o f  th e  In s ti tu te  fo r  G re a t  L a k e s  R e se a rc h , B o w lin g  G re e n  S ta te  U n iv e rs ity , O h io ) .
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T he .sunken sieel fre ighter, S yd n ey  E. Sm ith , Jr , show ing cracked hull, 1 9 7 2  (Photo  
c o u r t e s y  o f  t h e  I n s t i t u t e  f o r  G r e a t  L a k e s  R e s e a r c h .  B o w l i n e  G r e e n  S t a t e  U n i v e r s i t y .  O h i o i .
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The salvage o f  the steel freighter, S yd n ey  E. Sm ith , Jr,  St. C lair R iver, 1 9 7 2  ( P h o to  
c o u rte sy  o f  the  In s ti tu te  to r  G re a t L ak e s  R e se a rc h . B o w lin e  G re en  S ta te  U n i v e r s i t y .  O h im
222
' '/■V5.f flS p
i>— i*,>TnritrtiS iwjjj^ iEi
■' ■'■■‘-^•2vS^^S»Sa»s
:5£flSw0i*Ut'>»“ i '  .•»g^ P- ->o . «■'
A bove: A dram atic view o f  the sunken schooner, F ontana, mouth o f the St. C lair River, 
1900 (P h o to  c o u r te sy  o f  th e  P u b lic  A rc h iv e s  o f  C a n a d a , O ttaw a , p h o to  # A C C  166 7 3 -6 9 ). 
B elow : The J o h n  N . G liddett shipw reck, St. C lair Flats, O ctober, 1903 ( P h o to  c o u r te s y  
o f  th e  C h a th a tn -K e n t H is to rica l M u seu m , C h a th a m . O n ta r io , # 1 3 5 8 ).
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A b o v e : The sunken passenger ferry, H iaw atha , Septem ber, 1906 (P h o to  c o u r te sy  o f  th e  
In s titu te  fo r  G re a t  L ak es  R e se a rc h , B o w lin g  G reen  S ta te  U n iv e rs ity , O h io ).
B e lo w : T he sunken  w ooden steam er, City o f  G enoa, w ith her sinker, the steam er, 
G ilbert, in the background, August, 1911 (P h o to  c o u r te s y  o f  th e  In s ti tu te  fo r  G rea t 
L a k e s  R e se a rc h . B o w lin g  G re e n  S ta te  U n iv e rs ity , O h io ).
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A view  o f  the dram atic grounding o f  the w halcback steam er, A titko k a n , at M arine City, St. 
C la ir R iver, 1913 (P h o to  c o u r te sy  o f  th e  P u b lic  A rc h iv e s  o f  C a n a d a , O tta w a , p h o to  # S  13094).
A b o v e : T he  launch  o f  the wooden steam er, W illiam  II. W olf, at M ilw aukee, 1887. 
T hree  people were killed from the resulting wave (PI1010 c o u rte sy  o f  th e  In s ti tu te  for 
G re a t  L ak e s  R e se a rc h , B o w lin g  G reen  S ta te  U n iv e rs ity , O h io ).
B elo w : T he sm oldering  hull o f  the steam er, W illiam  II. W o lf  O ctober, 1921 (P h o to  
c o u r te s y  o f  th e  In s titu te  fo r  G re a t L ak e s  R e se a rc h , B o w lin g  G re e n  S ta le  U n iv e rs ity , O h io ).
i l l l f i p
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A b o v e : The passenger ferry, O m ar D. Conger, underway in the St. C lair R iver (P h o to  
c o u rte sy  o f  th e  P u b lic  A rc h iv e s  o f  C a n ad a . O ttaw a , p h o to  # S  175 7 3 ).
B e lo w : An afterm ath view  o f  the exploded steam er, O m ar D. C onger, 1922 ( P h o to  
c o u rte sy  o f  th e  In s ti tu te  fo r  G re a t  L ak es  R e se a rc h . B o w lin g  G re en  S ta te  U n iv e rs ity , O h io ).
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A b o v e : The passenger ferry. U nited  States, underw ay in the St. C lair R iver (Photo
c o u r te sy  o f  th e  In s titu te  fo r G re a t L akes R e se a rc h , B o w lin g  G re en  S ta le  U n iv e rs ity , O hio), 
B elow : The burned and capsized steam er. U nited  States, June, 1 9 2 7  (P h o to  c o u rte sy  o f  
th e  In s titu te  fo r  G re a t L ak es R esearch , B o w lin g  G re en  S ta te  U n iv e rs ity . O h io ).
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A bove a n d  B elow : The rem ains o f the w recked S a c h e m , near W alpole Island , St. 
C la ir  R iver, O ct, 1 9 2 8  (P h o to  c o u r te s y  o f  th e  P u b l ic  A rc h iv e s  o f  C a n a d a ,  O t ta w a .  
R G 4 2 I I c l ,  V o l. 3 7 9 , F ile  # 2 4 -2 -4 9 , d o c u m e n t # 2 2 , p h o to  n o t  n u m b ere d ).
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A b o v e : T h e  t u g ,  M o n a rch  (P h o to  c o u r te s y  o f  th e  In s t i tu te  fo r G re a t L ak e s  R ese arc h , B o w lin g  
G re e n  S ta te  U n iv e rs ity , O h io ).
B elow : The old hulk o f  the steam er, C. F. B ielm an, pictured in better days, was beinu 
tow ed by the tug, M onarch , at the time ol the tragedy (P h o to  c o u rte sy  o f  the In s titu te  
fo r G re a t  L ak es  R e se a rc h , B o w lin g  G re en  S ta te  U n iv e rs ity , O h io ).
r .  F. BIELMAN in 1903
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
i  a
\4
-«4
Reproduced with permission of the copyright owner. Further reproduction prohibited without permission.
231
A bove: T he sunken Germ an freighter, E m sste in , O ctober, 1966, in the St. C lair River 
(P h o to  c o u r te s y  o f  R a lp h  P o lo v ich , P o r t H u ro n  T im e s  H era ld . Port H uron , M ich ig an ).
B elow : The freighter, Sylvania, resting on the bottom  o f the Si. C lair River, June, 1967 
( P h o to  c o u r te s y  o f  th e  In s titu te  fo r  G re a t  L a k e s  R e se a rc h . D o w lin g  G re e n  S ta te  U n iv e rs ity , 
O h io ) .
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